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Improved Slide-Valve. 





One of the greatest causes of annoyance and also of expense 
in working locomotives is due to the wear of the valves and 
valve-seats. The leakage is not only a cause of waste of steam, 
but produces back-pressure on the pistons, thus diminishing 
the efficiency of the engine. Our engraving represents an 
improvement in the form of slide valves, which is intended to 
obviate or at least mitigate the evils referred to. It consists 
simply of an extension of the lap of the valve through which 
the steam is admitted into the ports by holes drilled in the 
extension. The outer edges of the valve, therefore, do not 
travel over the ports, and thus it has a more uniform bearing 
on the seat, and therefore wears more equally than the 
ordinary form of valve does. Fig. 2 is a longitudi- 
nal section and fig. 1 an inverted plan of the valve. E E are 
the holes for the admission of steam. It will thus be seen that 
the bearing surface of the valve is increased, and therefore its 
capacity to resist wear. It may be thought that the pressure 
on it would also be increased, but it should be observed that 
there is no cavity with a reduced pressure under the portions 
DD, and therefore the steam above does not exert a 
pressure on that portion of the valve. Whether the 
pressure on top of a valve is due to the area of the 
ports below, or to the whole area of the valve its.If, or 
the relation which the one bears to the other, has, we 
believe, never been very definitely determined, but it is 
certain that a valve without any opeuing below will move 
as easily on its seat in steam of 100 Ibs. pressure per 
square inch as in the open air. 

The inventor, Mr. H. Elliott, Master Mechanic of the 
Ohio & Mississippi Railroad at East St. Louis, Ill., writes 
us that after eight months’ experience in the use of these 
valves on jourteen engines, he finds that they will wear 
as many years without refacing as the old form of valves 
will months. We may add that it has been patented, and 
that parties interested can address him as above for fur- 
ther information. 








Stillwell Feed-Water Heater and Purifier. 





The construction of this indispensable boiler appliance 
will readily be understood from the accompanying en- 
graves. showing a sectional view thereof, and from the 
ollowing exposition of its principles and mode of action. 
Therein are embodied the toliowing general principles : 
1. That incrustation is best prevented by preliminary 

urification of the water before it enters the boiler. 2. 

hat such purification may be best effected by upward 
filtration for impurities held mainly in mechanical sus - 
pension ; and, for impurities held in solution, by pass- 
ing the water in a thin sheet over highly-heated metallic 
surfaces—contrary to the generally-received idea that 
quiescent standing in pans or 'rays 18 a superior method 
for depositing surfaces. 3. That early and continued 
contact with steam is the best means of promoting the 
deposition of salts from, and elevating the temperature 
of, feed-water. 

Accordingly we find that the exhaust steam, entering by 
an orifice at the center of the length of the metallic cylinder 
forming the éase of the heater, is divided into two currents, of 
which one is directed upwards, so as to come directly into cun- 
tact with the effluent water from the feed-cistern, and the other 
dessends to the aperture in the lowest shelf, where it encounters 
the heated water passing to the filter, and thence ascends sinu- 
ously between the shelves, in continuous contact’ with 
the contrary descending films or current of water. 
The feeG-water, entering the heater from the top at 
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c, flows in ‘a thin sheet over the edges of the 
overflow cup a, and is blown into spray and heated by the 
upward jet of steam, falling on the uppermost of the shelves b, 
where ié is found to form the thickest deposit of crystallizing 
salts thus set free. The descending film of water is further 
acted on by the lower current of steam ascending between the 
shelyes, and finally issues in rear of the watershed, passing up- 
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_| and repassed over the structure in safety, and to the periect 





wards through « perforated plate intd the filter:c, and issuin 
at the discharge pipe J into the suction -pipe of the boiler feed- 
pump. The plain arrows indicate the downward course of the 
water, and the feathered arrows the upward course of the 
steam, which finally escapes from the top of the heater at B. 
The shelves b are removable through an opening or door in the 
shell of the heater, and they are made corrugated, so as to pre- 
sent the largest De med extent of superficial heating and de- 
positing area. The door is firmly held in its place by rabbet- 
ted bars, fastened to the shell by studs and nuts, and forming 
a continuous and tight joint all round. 

It is hardly necessary here to dilate upon the advantages of 
preventing incrustation in boilers, or the formation of scale, 
which diminishes the effective heating power of the fuel con- 
sumed, necessitates loss of time and money by frequent clean- 
ing operations, and not infrequently is a proximate cause of 
explosions. This, as explained, is best attained by supplying 
pure feed-water to the boiler, which is effected by the Stillwell 
Heater. The savingin fuel is said to vary from 10 to 50 per 
cent. ; the more impure the water used the greater is the re- 
sulting economy.—Jron, 








Sontributions. 





The Agua de Varrugas Viaduct. 





BattrmoreE, March 19, 1873. 
To Tue Eprror OF THE RAILROAD GAZETTE : 

Although notices of the Agua de Varrugas Viaduct have ap- 
peared from time to time in various journals, including an illus- 
trated article in London Engineering, none of them have ever 
been published under authority from this company, for the 





good reason that until January, 1873, the said viaduct was not 
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Fig. 2. 
IMPROVED SLIDE-VALVE. 


an accomplished fact, and we thought it best to wait until it 
had become so. 


On the 8th of January, 1873, the first train from Lima passed 


satistaction of those who witnessed it. The successful passage 
of this chasm was a matter of sincere congratulation to the 
managers of the railway, as it enabled them at once to run 
their track many miles ahead over the already finished road- 
bed. 

In view of its completion and test, we now feel at liberty to 
give a brief description of its construction and erection. 

The gorge to be crossed is 52 miles from Lima, 5,480 feet 
above the ocean, and in one of the wildest parts of the Cordil- 
legas. The viaduct stands east and west over it. 

The dimensions of this chasm are: depth at center, 265 feet 
below grade; width on grade line, from abutment to abutment, 
572 feet, indicating the excessive steepness of its sides. 

To cross this place with economy and to design such a 
structure as could be erected in the shortest possible time 
alter the track reached there was the problem to be solved. In 
this connection Mr. W. W. Evans, of New York, Consulting En- 
gineer to the Peruvian Government, was applied to by Mr. 
Meiggs, the contractor. 

Mr. Evans, being familiar with our system of wrought-iron 
viaducts and confident that such a structure would furnish 
the best means of crossing, applied to us for estimates and 
plans. Several arrangements were made and their cost com- 
pared, until finally the plan as now carried out was selected. 
The great difficulty was to get accurate data from so remote a 
spot on which to design so important a structure, and it is 
possible that had we been familiar with the ground a some- 
what different disposition of the spans and piers might have 
been made; as it is, however, the object has been so thoroughly 
attained and with such excellent results as to speed and economy 
as to justify our design. The spans were made short, so as to 
economize in weight, the original intention having been to 
frame them in the bed of the ravine and lift them bodily into 
place, as scaffolding of such a height was out of the question, 
especially in a treeless region. A better method, however, was 
used, as will be seen. 

DESCRIPTION. a 

The viaduct, as stated above, is 572 feet from face to face of 





abutments, and consists of three deck Fink suspension spans 
of 100 feet each, one span of 125 feet, and three piers of 50 feet 
by 15 feet} on top. Both spans and piers gre of wrought-iron, 


except joints, which are of cast-iron. The piers are respect- 
ivély 145 feet, 252 feet and 178 feet in height. Each pier iscom- 
posed of 12 Phenix columns—eight six-segment and four four- 
segment placed in three groups or bents of four each. Each 
bent forms an inverted W, vertical as to the axis of the road, 
but battered transversely—the two outside columns with a ba’« 
ter of 1 in 12, the two inside columns with whatever is neces- 
sary to bring their heads in conjunction with those of the out- 
side columns. Each of the bents forming the ends of the 
piers sustains one end of a main span of the superstructure 
and the end of a girder of 25 feet. These two 25 feet girders 
meet on the head ot the middie bent and thus form the top 
of the pier, which is, as stated above, 50 feet by 15 feet in di- 
mensions. The piers are divided into tiers of 25 feet each in 
height, united by strong cast-iron joints, to which are attachd 
the longitudinal and transverse strutting and the vertical 
transverse and horizontal bracing rods, making a firm, come 
pact structure. 

Each of the six-segment columns contains 20 inches sec 
tional area, and when the structure is fully loaded it is strained 
to 4,612 Ibs. per square inch. Each of the four-segment col- 
umns contains 13 inches area, and is strained by a full load to 
3,127 lbs. per square inch. 

The spans are of the Fink suspension type and rest on the 
cast-iron caps of the pier, which form the bed-plates, 


ERECTION. 
In due time the material arrived at its destination, and the 


masonry bases having been prepared, the best plan for raising 
was decided on. Everything baving been fitted together in 
this country before shipment, no trouble was anticipated 
on this score. The first plan for rairing, as designed in 
this country, was to put up the end spans on ordinary 
scaffolds, and then to erect the central spans on or near 
the ground and lift them bodily into place. The piers 
were to be erected from below and within themselves by 
means of an inside self-braced or balanced crane lifted 
from pier to pier. This method of erection, having been 
devised in this country, was of course only provisional, 
and subject to any modifications made necessary by the 
ground and the circumstances of the case, which the 
good judgment of the foreman—Mr. W. H. Tipton—sent 
out in charge of erection might suggest. After a care. 
ful examination of the ground, he very judiciously gave 
up the scheme of raising the structure from below, aid 
determined as to the piers to lower everything into posi- 
tion from above, and to swing the superstructure ona 
temporary span of such dimensions that after fulfilling 
its duty in one opening it could readily be drawn out 
endwise from the finished span and passed forward to 
span the next opening: this could be readily accom- 
plished by leaving out a few struts and the transverse 
vertical diagonal tie-bracing of the top tier of each picr. 
[be above method of erection was carried out by stretch- 
ing two wire cables over temporary wooden towers at 
each end of the viaduct and properly anchoring the same. 
Upon these cables travelers were placed, which brought 
the pier stuff from the grade of the road at the Lima end, 
where it was delivered by the cars, and lowered it ac- 
curately into position. The result was that pier No. 3, 
178 feet high, was erected in 18 days; pier No. 1, 145 fect 
high, in 12 days, and pier No. 2, 252 feet high, in 12 
days. In the meantime, span No. 4—Lima end—125 
feet, had been erected on scaffolding in five days, and a 
light. and strong temporary truss framed on which 
to erect the three 100-feet spans. When completed, it was 
passed to the second opening between piers Nus.2 and 3 by 
means of the wire cables, and span No. 3 was swung from it in 
22 hours. It was then drawn forward and Span No. 2 was 
swung from it in 16} hours. Another move brought it between 
Pier No. 1 and the abutment, and Span No. 1, being the last, 
was swung in 18 hours. A few days were consumed in laying 
the floor and track in a permanent manner, and on January 8 
the locomotive “ Matucana,” sent up from Lima for the pur- 
pose with a number of excursionists and officers of the com- 
pany (not all of whom would trust their necks to the experi- 
ment), crossed the viaduct, whistled “‘ Yankee Doodle” (so says 
our informant), and returned to Lima, the great bugbear of the 
road having been vanquished. 

The entire time consumed in the erection of this viaduct, in- 
cluding all preparations, was three and one-half months —the 
time actually consumed in raising was fifty-five working days. 

We sent two foremen, Mr. W. H. Tipton and Thomas Flana- 
gan, from this country, who were employed by Mr. Mciggs to 
manage the erection, Tipton being in entire control of the 
same, and it is but due to him to state that he managed the 
business with excellent judgment and success. Mr. Buck, the 
railroad company’s engineer, rendered material assistance in 
proportioning the parts of raising machinery and of the tempo- 
rary span, as well as in general advice. 

One gratifying circumstance is that not one of the men was 
hurt duriog the entire erection, although working at such alti- 
tudes and on a novel description of work. The best labor which 
could be commanded was that of runaway sailors, good for climb- 
ing and ngging purposes, but utterly unskilled in combining iron 
bridge work. The locality was also terribly sickly, and it was 
impossible for a long time to complete the masoury pedestals, 
80 virulent was the fever peculiar to the place and which gen- 
erally ended in a disease called the “ varragas” (hence the 
name of the place), which covered the body of its victim with 
painful blood boils. Under these circumstances the erection 
may be said to have been eminently successful. But one mis- 
hap occured, viz: a six-segment wrought-iron Pheuix column 
slipped from its fastenings when being lowered, and fell one 
hundred feet upon a rock. It was somewh t battered, but was 
sent to Lima, cut open straightened out and plated on the in- 
side, re-riveted, made as good as ever and is now doing good 
duty inths bridge. The utility of the PLowuix column was 
never better exemplified thanin this case, But one of the six 
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segments composing it was injured materially, notwithstanding 
its terrible fall, and that one was cut out, straightened, strength- 
ened and replaced. 

Below please find a list of quantities contained in this via- 
duct: 

Pier No. 1, 145 feet Ligh, complete, including two 25-feet girders 
to sustain roadway : 








I MI kale Sadek ne eniahccuwesesacssansé saan 250,724 pounds. 
NE I oko ce cuecnancacs ieeiatie Gar casaee =e |C** 
acini Sachi k i nitdaeaieeseennteds seaiiwdtonte 287,836 ‘ 
Per vertical foot = 1,985 pounds. 
Pier No. 2, 252 feet high: 
Te isis da Sas an dna ssndcedeaseacentohe 442.494 pounds, 
GERM ecaedccsccakvacc. chicceccsehdens-eenvccesnes 52,261 - 
WS. beaks bat bsedewbedenebeb dnphsctineneedeued 495,755 » 
Per vertical foot = 1,962 pounds. 
Pier No. 3, 178 feet high: , 
WIUEINN on chan canenessidcasdenacheenaronnes. aol 295 397 pounds, 
GI iesc0 ech tcntiosbucchs coe caenecarenkeunisenen 39,338 8 «=** 
MN tenons ure cuskeras mambo cdedncaunes cane 334,735 ‘* 
Per vertical foot = 1,880 pounds. 
Each span of 100 feet: 
IE PIL. caccacccssckssedscesabscaeee acscecne 43,776 pounds. 
Saka a 6cctackd ceercogeudereeascqandeabeaulens 7,055 7 
ccd cesacésccences Vatine nena keunaatioswen 50,8381 “ 
Span of 125 feet: 
INN 500s 5 cicnisicgnieliael ew kiana sinmecaile 62,195 pounds. | 
NN MN cis ecwN icon Seba dacontsnnnpawtedbeaciniiea a 
a eiiel car aanhenxnatinuenans ses case oo 
Total wrought iron in structure.................... 1,182,138 pounds. 
Total cast iron in structure............. 20.226 cece 156913“ 
Total weight of iron..............s000ece0 eee 1,339.051  “ 


C. H. Larrosg, 
Associate Engineer, etc., Baltimore Bridge Company. 








The Question “for Scientists’—A Defence. 





To Tae Eprror oF THE RAILROAD GAZETTE : 
I now almost regret to have not followed your advice concern- 
ing an article that you were kind enough to insert in your issue 
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of February 15, on the “Question for Scientists’—which advice 
was to limit myself to the mere enunciation of the results, with- 
out entering into the details of calculations, generally uninter- 
esting except to a few readers. But the problem seemed to me 


particularly interesting, and in solving it I desired to give to 


amateurs the method of arriving at the obtained result. 1 was 
wrong in doing so, itappears, for, as I sec by an answer given 
in your issue of the 8th inst., I have, for Mr. J. E. Hendricks, 
said either too much or not enough. According to him, I am 
wrong even in the use of my formule; that is to say, my solu- 
tions, as simple arithmetical amounts, were only miscalcula- 
tions. 

You will understand, then, the legitimate desire which I 
have, to justify, by a few short observations, at least the cor- 


ficient references. 

I would refer to Bartlett’s ‘* Analytical Mechanics,” as I have 
been challenged by means of this autharity. 

Bartlett saye, § 56: 


‘©The dynamical measure for the intensity of a force, or the | 


pressure it is capable of producing, is assumed to be the effect 
this pressure can produce in a unit of time, this effect being a 
quantity of motion measured by the product of the mass into 
the velocity generated. This measure must not be confounded 
with the quantity of work of the force while producing this effect. 
The former is the measure of a “y+ pressure repeated as 
many times as there are points in the path over which this 
pressure is exerted: 

“Intensity of force = mv; 

**Quantity of work = 34 mv?.” 

Now in my former article I used the above equation of quan- 
tity of work, which alone is convenient for the case under con- 
sideration. : 

For facility of calculation I transformed this equation, 


; Q = 4 mv? 
saying, iin 
maw (weight 
g gravity 


and substituting. 
One can find the same value given for m in Bartlett’s 
** Analytical Mechanics,” § 17, equation (1), which is : 
w=mg; 
therefore it is correct to write, as I did, 


All the signs used here in this last expression of Q are con- 
ventional signs, known by every one; but, in order to avoid all 
misunderstanding, it is well to state that: 


w means weight. 

v? square of the velocity. 

There remains g, to which my critic has given a fancy value. 
Bartlett has given a definition of g in his § 17, but not its nu- 
merical value. But all practical engineers’ pocket-books give 
this numerical value. It is none other than this, of the acceler- 
ation per second of the velocity for a body falling in a vacuum. 
It varies but little with the latitudes. Here in New York it is 
adopted to be 32.2 fect. (See Trautwine’s ‘Engineer's Pocket- 
Book,” latest edition, ‘‘Force in Rigid Bodies,” Art. 12, and 
note to Art. 25. The same Art. 25 gives, besides, the equation 
of quantity of work, with a practical example.) Then g = 82.2 
feet. 

Thope now that it isno longer possible to be mistaken in the 
proper use of the formula of quantity of work in the given case. 

I will not carry this discussion further, although there is still 
much to say. My critic has both misinterpreted and misused 
the equations 23 and 25 from Bartlett's “* Analytical Mechanics.” 
But your estimable journal is not intended as a course of me- 
chanics, and I myself am not disposed to profess it; therefore 
I stop here. E, CHAVANNES. 

New York, March 24, 1873, 











Locating Vertical Curves. 





WHITE SctPHuR Sprines, Greenbrier County, W. Va. 
i March 15, 1873. 
| To THE Epiror oF THE RamRoap GAZETTE: 

As vertical curves are frequently desirable in adjusting the 
grades of railroads, the following simple and practical method 
of “‘locating” them may prove acceptable to some of your 
readers. 

The principle is to find the elevation of the middle of a chord 
from the elevation at the ends, and then that of the corre- 
sponding point in the curve, by adding or subtracting the mid- 
dle ordinate accordingly as the convexity is upward or down- 
ward. 


Let p represent the given elevation at the intersection of the 








grades, 7 and r’ the rates of the grades per 100 feet, and c the ' 


the above-found curve elevations are to be recorded at their 
proper stations as below : 


(1) 8+ 22 405.40 
(2) + 72 406.025 
(3) 9 + 22 406.50 
(4) + 72 406.825 
(5) 10 + 22 407.00 
(6) + 72 457.025 
(7) 11 + 22 406.90 
(8) +72 406.625 
(9) 12 + 22 406.20 


The accompanying figure shows the above vertical curve 
plotted to a scale in which the, vertical is exaggerated 33} 
times. 

To find points in a curve of which the convexity is down- 
ward, the values of m, m’, etc., must be deducted. In obtain- 
ing the elevations p’ and p’’, the plus or minus sign is to be 
used accordingly as the grade under consideration rises or falls 
from the point of intersection. 

Grade curves determined as above are theorctically approxi- 
mate but practically correct, Conway R. Howarp, 








Universal Rule for Computing Cross Sections. 





To THE EpiTor oF THE RAILROAD GAZETTE: 

The publication of engineering formule in your paper and 
criticism of them by your readers is, I believe, productive of 
good results. There is no apology for formulx which produce 
approximate results, when those that produce correct results 
are no more tedious. When intricacy. and tediousness can be 
saved and closely approximating results can be obtained, they 
may be allowable. 

Several for the computation of the area of cross sections have 
appeared. I send you a system for keeping field notes of crogs 
sections and a rule for the computations of their areas which I 
have long used, and respectfully invite criticism. 

Let the notes be kept as per Mr. H. B. Allen’s system (see 
page 94, your issue of March 8), with this addition, viz.: Before 
each cut place the sign plus, and before each fill the sign minus, 


———————— 





LOCATING VERTICAL CURVES. 


| length in 100 feet stations of the curves desired. Then: 
Pt XK 3 = p’, the elevation at P. C. 
| pte xtap', “ “ PT. 
ou (2 tPF ; , 
*%*(—;—- « p) =: m, the middle ordinate of c. 
m_ i eas oe 
77M 2 
ye “ “ £ 
4 =m , 4 
m** 2 een “ & 
’ Che 3 


The practical application can best be shown by an example : 
Suppose the grade to rise at 1.4 per 100 feet to elevation 408.20, 


sestnees of ny eblatiehions ent tatteete-cempesh el then wet-| and then fall at 1.0 per 100 feet, and that it is required to pat 


in a vertical curve of 400 feet in length. Represent the eleva- 
tions of the 50 feet stations on the curve, the P. C. and P. 7. 
included, by (1), (2), (3), (4), (5), (6), (7), (8), and (9). 

(l) =p—r X 2 = 408.20 — 1.4 < 2 = 405.49 

(9) = p—r’ X2= 408.20 — 1.0 K 2 = 406.20 


m= % pepe e p)= 4g (Ot 408 20) == 1.20 

m’ = i = 0.30 
m** = ” = 0.075 

(5) = ore +m= Soren + 120 = 40700 

(3) = +) +m? = 205.407 407.0 | 959 = 496.50 

O= OF +m = oo + 0.30 == 406 90 

(— = OF Bs me os eee + 0.075 = 406.025 

(4) = o- 8 +m''= see + 0.075 = 406.895 

(6) = oro +m'' = amas +- 0.075 = 407.035 

(8) =O7% +m = See 0 075 = 406.625 


If the station at the intersection point is taken as 10 + 22, 
the curve, of course, begins at 8 + 22 and ends at 12 + 22, and 





: r+r c 
* Alsom= — x 3 in which cis in feet, and the sum or dif- 


ferencs is to be taken accordingly as both grade lines are on the 
sane sid, or on opposite sides, of the horizontal through intersec- 





tion point, 
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‘and over the center cut or fill the character zero (0). The exe 
| ample given by Mr. Alleh will then appear thus : 
FIELD B OK. 
| | | | tl) slg 
| Sta.| Dist.| Left. | Center. Right. TS ELIS 
} | Sei Sirs 


Pn ee | 
' i 

1024 1190 5.0 0 16.0 31.0 38.0 | 
1+6.0 --12.0 +10.0 |+10.0 420.0 +19.0 


i | | 








For convenience begin at the left and compute the areas by 
the following rule: 
Multiply one-half the sum of each two contiguous cuttings or 


filings by the dijference of the distances placed above them, un- 


til all are thus multiplied ; then from the aggregate of these pro- 
ducts deduct the sumof the areas of two right-angled triangles 
whose altitudes are the extreme right and left cuttings and whose 
bases are equal to these altitudes mulliplied by the ratio of the 
slopes. The result will be the correct area of a cross section. 

To compute with dispatch, it is well to have a table of areas 
of triangles for the slope required lying convenient, from which 
these deductions can be taken at a glance. 

The advantages whichI claim for this system are, that it 
avoids the necessity of plotting the cross sections, that it is 
universal in its application, being adapted to all irregularities 
and slope, and that it is rapid and accurate. 

A. B. GILuetTE, C. E. 

Gloversville, N. Y., March 17, 1873. 








Comparative Tests of Power Brakes. 





The Reading Eagle of the 14th says: “The crews of two 
trains, consisting of engine, tender and four cars, on the Read- 
ing Railroad, yesterday, were engaged testing the Westing- 
house air brake, and the Smith vacuum brake. ‘T'wo trials were 
made, with the following result : First, number of feet run, 557; 
Westinghouse brake stopped its train in 120 feet less distance 
run ; second trial, 681 feet run ; the same: brake stopping its 
train in 124 teet less distance. The trial was Sncenall by Gen- 
eral Superintendent Wootten, Mr. Westinghouse, proprietor of 
the patent, and several others. 

“*The above was the second trial of the qualities and capabil- 
ities of the two patents. The first trial took place on this road 
some time last fall, at which time the Smith brake accom- 
plished more, and came out successful. Westinghouse since 
then has improved his patent, resulting as above stated.” 
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The Railway Employees’ Mutual Benefit Associa: 
tion of the West. 





The following is tha official report of the 1ast meeting of this 
Association : 


The third annual meeting of the Railway Employees’ Mutual 
Benefit Association of the West was held at the Southern 
Hotel, March 11, 1873, at lla. m. The President, A. D. Reid, 
called the meeting to order. 

Mr. A. W. Adams, of Chicago, was then chosen Chairman of 
the Convention. 

The following delegates were present, and entitled to seats in 
the Convention: B. V. Chase, At'antic & Pacific Railroad, St. 
Louis; W. H. Yeaton, Atlantic & Pacific Railroad, St. Louis ; 
A. W. Adams, Chicago & Alton Railroad, Chicago ; E. 0. Cleve- 
land, Chicago & Alton Railroad, Bloomington, Ill. ; H. E. 
Sharpe, St. Louis; George H. Huntington, Missouri, Kansas & 
Texas Railway, St. Louis; H. H. Miller, Rockford, Rock Island 
& St. Louis Railroad, St. Louis; W. W. Ehviuger, Empire Line, 
St. Louis; J. T. Clark, Chicago, Burlington & Quincy Railroad, 
Galesburg, Ill. ; D. B. Sibley, Chicago, Barlington & Quincy 
Railroad, Aurora, Ill.; C. Barrie, Chicago, Buriington & Quincy 
Railroad, Princeton, [i]. ; William Wilson, Chicago, Buriington 
& Quincy Railroad, Galesburg, Iil. ; Joel West, Chicago, Bur- 
lington & Quincy Railroad, Quincy, ['l.; Arthur Roper, Chi- 
cago, Burlington & Quincy Railroad, Mount Pieasant, Ill.; A. 
W. F. Boyle, Chicago, Burliugton & Quincy Railroad, Burling- 
ton, Ill. ; D. C. Couley, Chicago, Burlington & Quincy Railroad, 
Aurora, [ll.; C. T. Prindle, Aurora, Ill.; A. D. Reid, Chicago 
& Alton, Chicago, Iil.; C. W. Gardiner, St. Louis & Soutieast- 
ern, St. Louis; H. B. Maxwell, Chicago, Burliugton & Quincy 
Railroad, Chicago. 

The President, Mr. A. D. Reid, presented the following an- 
nual address, which was read by the Secretary : 

To the Board of Directors and Representatives of the Railway 
Employees’ Mutual Benefit Association of the West : 
GENTLEMEN: The third annual meeting of our Association 

finds our “institution” in a most flourisbing condition, both 

numerically and financially. 

The fact is fu'ly established, that no one method of life 
insurance cau be obtaived ; our losses by death and assessments 
since our organization, three years ago, will not average more 
than ONE-THIRD OF ONE PER CENT. per annum. Our members 
now include employees from every principal railroad north of 
the Ohio, and from the Atlantic to the Pacitic. 

The success of our Association depends on the prompt pay- 
ment of our losses, and to enable us to do this I would respect- 
fully urge all members to remit the amount of their asses:- 
ments withiu thirty days from receipt of notice, and, to avoid 
unnecessary delay, I would recommend that members remit di- 
rectly to the Secretary. 

Great care should be exercised m recommending for members 
of our Association none who are not personally known to be 
sound and healthy. The small number of our /osses since our 
ne shows this precaution to have been faithfully ap- 

lied. 

I respectfully refer you to the reports of our Treasurer and 
Secretary for the details of the business of the Association for 
the past year, also to the report of the Chairman of the Exec- 
utive Committee, which I trust will be satisfactory to you all. 

Hoping the result of the present meeting will advauce the in- 
interests of the Association, I am faithfully yours, 

A. D, Re, President. 

Reading of the minutes of last annual meeting was dispensed 
with, they being printed in pamphlets issued by the Associa- 
tion. 

Wm. T. Lindley, Secretary of the Association, submitted the 
following annual report: . 


To the President, Board of Directors and members : 


GENTLEMEN—Your Secretary begs leave to submit the follow- 
ing report for the year ending March 10, 1873: 









Receipts — 
Cash in hands of Mr. Maybury, Treasurer, March 
Tk ET obnedanewesncseseéevcantapensdhanaaabanen $4,126 36 
Cash received from assessments Nos. 7 and 8..... 70 00 
Do. do. ae 1,427 00 
Do. do. Nos. 10 and 11... 3,616 00 
Do. do. Nos. 12,13 and 14 5.590 00 
Do. do. Nos. 15 and 16... 4,378 00 
Do. do. Nos. 17, 18 19 
and 2U ....... 8,864 09 
Do. do. ; ee 1,730 00 
Do. do. Nov. 3.4 5 and 6. 17 00 
Do. do. Nos. 7 and 8..... 6 00 
Do. do. Nos. 10 and 11... 8 0 
Do. do. Nos. 12, 13 and 14 8 00 
Do for memberships, 1,027 certificates. 2,054 00 
Do. Interest on deposit (Jan. 1, 1873)... 129 47 
————- $32,023 83 
Disbursements— 
Loss No. 7, John Meyer (balance due)............ 4 
Fae Tie, ©, GHG Be «oon. c0cs ci cctescsecvennsess 1,651 00 
ee ee ere oor rere 1,793 00 
T0008: THO. 80, A. BE. TAB. «0 3:0.60speseesececeencsee 1,787 00 
Loes No. 11, W. Of. D. BozerS....ceccccccccccecscce 1,842 00 
Laas Wid. BR, A, TOON, 0:00.088scseescoesesss 1:910 00 
EGS BO. TE, TE. B.' TOE TOW. occ ccccveccssccscceese 1,932 00 
Loss Nu. 15, Jas. Chapman................eseeee 2195 00 
Loss Mo. 16, B. A. ARO, .....000.. scccesseecese 2 227 00 
Lowe MO. 16, Bi F. Oe  on... con sscsscciocs 2,240 00 
Tee We: 20, Bh. BOG. 6s ccecescnccdctcsxseacess 260 00 
$20,447 00 
Expenses— 
BAVOTUGIN® .00cccccccesseseccses > 60 
ONOTRRRIOE . coc cccccccscees 3 59 
P. O. money order 25 
P. O. stamps...... 147 v0 
Revenue stamps..... 30 CO 
Printing and station 565 50 
Legal advice........ ‘ 2) 00 
Secretary's salary. - 1,000 00 
$1,771 94 
Cash in hands of Treasurer.............-secssees 9.804 89 
esebivee<sesckstenesunensenebusannanseupe ahewesdl $32,023 83 


[A table is given here which contains the name, residence and 
occupation of every member to whose heirs losses have been 
paid, with date of membership, date of death, cost of his in- 
surance to him, and the amount paid to his representatives, 
There have been 31 losses since the organization in March, 
1870, on account of which the amounts paid were from $497 to 
$2,303, only in one case having been less than $1,400, aud for 
the past year having averaged about $2,200. The amounts paid 
by the insurers to whose representatives these amounts have 
been paid have been from $2 to $25.] 


Loss, A. Kaempf, $2,303 cannot be paid until decision of Court is 
given May nex’, concerning proper heirs, 

Loss, I’. J. Burke, $2,257. will be paid as soon as adm. is appointed. 

Loss, Gaius Lewis, $2,202, will be paid as soon as adm. is ap ointed. 

Total mem ersnip in good stauding, Nov 25, 1872, 2,257; delin- 
gents, Nov. 25, 549; amount surplus tund, $1,312.89; total certifi 
cates issued up to March 1, 1873, 3,097. 

Wm. T. LiInpDLey, Secretary. 

_ Report of the Treasurer, Mr. C. W. Maybury, was then read ; 
Scieeegeneing with the financial statement as made by the 

ecretary. 

The reports of the Secretary and Treasurer were ordered to 
be received and placed on file. 

On motion of H. E. Sharpe, a committee of three were ap- 
pointed by the Chair, consisting of Messrs. H. E. Sharpe, E, O. 


Cleveland and J. T. Clarke, to report on constitution and by- 
laws, said committee to report at 3p. m. 

Meeting then adjourned until 8 o'clock p. m., at which time 
H. E. Sharpe, Chairman of the Committee, presented their re- 


port: 

Resolved that an article be added to the by-laws, as follows : 
**That no person shail be admitted to membership unless he 
has filed and signed an application as at present used. 

On motion, committee of three was appointed by the chair, 
cousisting of Messrs. W. W. Ehninger, H. E. Sharpe and A. W. 
Adams, to devise a proposition for the clastitication of member - 
ship, said proposition to be submitted to each member of the 
Association for approval or dissent, and also the designation of 
the class to which they will elect to belong, and in case of as- 
sent by a majority of the members of this Association the 
Exécutive Committee be empowered to carry such classifica- 
tion into effect. 

On motion of J. T. Clarke, seconded by E. O. Cleveland, Sec. 
5 of the by-laws was amended to read, ‘‘ The Secretary, upon 
being notified of the death of any member of this Association, 
shall ‘immediately’ notify, &c.” 

On motion of A. W. Adams, the following addition to Sec. 5 
of by-laws was adopted: ‘‘ In case there be no representative, 
the assessment shall be made and collected by the Secretary.” 

Mr. W. W. Ehninger offered the following resolutions, etc., 
which were adopted : 

Whereas, Past experience in the operation of this Association 
has amply demonstrated the fict that considerable cause for dissat- 
isfaction has arisen on account of the necessarily di atury payment 
of dea'h losses; and 

Whereas, The vitality of this institution depends absolutely upon 
the prompt payment o( such death losses; and 
Whereas, Under the present working system of this Association 
no better condition of affuirs can be reasonably expected; and, 
since the funds for the payment of insurance effected by mem. 
ea must needs await the tardy remittance of the members 
therewf; 

_ Now therefore, Yn order to remedy the evils complained of, and to 
insure the prompt and immeoiate payment of death losses; be it 

Resolved, Thata proposition be submitted directly to the mem- 
bers of this Association for a single ass: s-ment of the sum of $5 
upon each member; the proceeds uf such assesemen’ to be ured m 
autic pation of death losses, tae amouut to be ; laced at 1uterest by 
the frearurer, aud from which death losses shail be pid at once 
on presen'ation of the usual certifiva es required by the by-laws 
u til four deaths shall have occurred subs: quent to such assess- 
ment, when the Secretary shall be authoriz:d and empowered to 
make another assessm-nt of $5 upon:ach member, the funas real- 
ized to be used as a contingent fund as hereinbetore set forth, and 
further, iu order to curtail the expenses of toe Association, 

Re olved. . vat hereaf.er ail assessments for losses by death shall 
be made by the Secretary on y once «ach month at the end thereof, 
fur the lusses which have occurred therein. 


Mr. A. D. Reid, of Chicago, was chosen President. 

Messrs. R. H. Hiil, Cleveland, O., and H. B. Adams, Chicago, 
were nomiuated fur Vice-President. R. H. Hill received six 
votes, H. B. Adams received thirteen. 

The election of Mr. Adams was declared unanimous. 

‘Ibe election of the board of directors resulted as tollows: J. 
T. Clark, Chicago, Barliugton & Quiney Ratirvad, Galesburg, 
lu.; C. L. Rising, Chicago & Altun Railroad, Chicago; J. C. 
Hatch, Milwaukee & St. Paul Railroad, Chicago; E. M.Wuitiock, 
Cleveland & Pittsburgh, Cleveland O.; George L. Sauds, Mis. 
souri, Kansas & Texas Railroad, Sedalia, Mo.; W. W. Ehninger, 
Ewpire Line, St. Louis; W. 8. Thorn, Pittsburgh, Fort Wayne 
& Chicago Railroad, Chicago; H. B. Adams, Chicago, Rock 
Island & Pacitic Railroad, Chicago; Geo. H. Huntangton, Mis- 
suuri Pacitic Railroad, St Louis; C. W. Gardiner, St. Louis & 
Southeastern Railroad, St. Louis; H. H. Miller, Rockford, Rock 
Island & St. Louis Railroad, St. Louis. 

» It was voted * that each delegate from abroad be aliowed the 
sum of $10, and uo more, for defraying his expenses incurred 
in attending this convention.” 

The thanks of the Convention were tendered to Messrs. La- 
vielle, Warner & Co., proprietors of the Southern Hotel, for use 
of Parlor No. 5. 

The meeting then adjourned, tomeet in the city of Cleveland, 
Ohio, on the second Tuc sday of March, 1874. 

Ata meeting ot the board of directors, at 6 p.m. tho same 
day, J. C. Hatch, Milwaukee & St. Paul Railway, Chicago, was 
chosen Treasurer, and Wm. T. Lindlay, of Chicago, Secretary. 
Messrs. Clark, Rising, Hatch, Thorne, Ehuinger, Huntington, 
Gardner, Miller and H. B. Adams, of the board, were chosen an 
Executive Committee. 

The Secretary’s salary for ensuing year was fixed at $1,500. 

The Secretary was ordered and empowered to levy an assess- 
ment, at such time as was most convenient, of one dollar per 
capita, on all members of the Association March 1, 1873, this 
assessment beiug made in consideration that no assessment for 
expenses of the Association bad been made since 1870. 

t was voted to allow representaves to draw on the Secretary, 
at the close of the fiscal year, for the actual necessary expense 
in collecting assessments, and the transaction of the business 
of the Association. 








American Locomotives in Russia. 


The following is an extract from a letter-from F. K. Hain, 
Agent for the Baldwin Locomotive Works, St. Petersburg, 
Russia: 


“The Government Commission having fixed on Wednesday, 
the 26th of February, for the trial of one of the freight locomo- 
tives on the Varabia Incline (the heaviest on the Nicolai Rail- 
way) Mogul Engine No. 136 (19x24 cylinders, 3 pairs of drivers, 
54 inches in diameter and a pony truck) was dispatched to the 
tield, the distance from here being 180 versts. Before starting 
with the train of 30 loaded cars, the usual luad of 48-ton engines 
(20x22 cylinders, 4-feet drivers), Engine 136 was weighed with 
fuel and water. Weight on drivers 33 tons; weight on truck 3 
tons. Total 36 tons. On Tuesday night at 7:15, the Commis- 
sion and myself left here iu the courier train tor Malo Vischeva, 
the starting point of the experiment. Ou Wednesday morning 
the Commission began operations. They measured or took di- 
mensions of the engine aud tender, weighed the coal, quantity 
of water, etc. I gave them dimensions of the boiler, heating 
surface, dimensions and number of tubes, etc, etc. At 12:24, 
thirty-one minutes late in starting, through an inadvertency of 
the Commission, we left Vischeva with 29 loaded cars, three 
empty aud one long passenger car. I had asked the Director 
of the line for 34 loaded cars. He said, ‘* Why do you wish so 
many? Our big engines with difficulty haul from 26 to 30 cars 
up the incline, and when half way up it are obliged to rest in 
order to gain steam tor the remainder of the pul.” I told him 
I knew what our engine could do, whereupon he ordered to be 
furnished as near as possible 34 loaded cars. The usual speed 
of freight trains is 20 versts (about 13 miles) per hour ; and on 
the inclines 15 versts (about 10 miles) per hour. The approach 
to the incline is over short levels and slight inclines for 23 
versts. Immediately at the foot of the Varabia incline is a Jong 
bridge, over which trains are not to exceed 7$ versts per hour. 
Kinzer had everything in Al condition. We left 31 minutes 
late, and arrived at the first station on time (about 83 miles). 
He carried the train-over the long bridge at 5 miles per hour, 
and the instant the drivers touched the other side he put the 
engine to work. We went up the grade (9 miles long, 42 feet 
per mile) at an average speed of 22} versts (15 miles) per hour, 
cutting off at 12 inches the entire distance. The Commission 





which was uniform throughout the trip. In short, it was a 
grand triumph.” 

An article from Birja, of February 7 (a St. Petersburg news- 
paper), which we have seen, gives an account of the circum- 
stances of the introduction of these American engines, which 
was occasioned by the need of locomotives that will burn an- 
thracite. No such locomotives are constructed in Europe, it 
seems. The part of the article describing the locomotive, 


which shows how the Yankee engine strikes the Russian mind 
is as follows: 


“The most remarkable peculiarity of the American engines is 
the intelligent arrangement of the fire-box and the grate-bars 
for burning anthracite. ‘The internal length of the tire-box meas 
ures nine feet, and as anthracite does not give a high tlame, it 
is made very shallow in comparison with the fire-boxes of the 
European locomotives. Neither the cast-iron vor wrought-iron 
grate bars, nor even the tire-boxes made in Europe, usually of 
red copper, can stand the intense and concentrated heat gen- 
erated by anthracite: therefore, the Americans have touud it 
more practical, and better answering their purpose, tu coustruct 
the inner fire-box of steel, which metal offers more resistauce 
to the injurious chemical effect of anthracite gas, generated in 
burning, and to substitute iron pipes (similar to flues) fur the 
entire cast or wrought-iron grato-bare, and jumivg by their 
means the water space of the front and back legs of the fire- 
box. In this way the grate-bars are always filled with water, 
which prevents them from becoming bot and burning. Be- 
sides this, to provide for the necessity of extinguisbiug the fire 
iu the jurnace there are several movable wivuglt-iron bars, 
which are in line with the tube bars and set iti motion from the 
driver’s platform, or fuvot-board, and rapidly aud easily turow 
out the burning authracite whenever it is necessary to do so. 

“* Another peculiar teature in the construction of the Ameri- 
can locomotive is the arrangement of the steam cyiiuder. In 
the European type of locomotive, only the cylinders of inside- 
connected epgiues are bolted together in tue middie; in out- 
sid: -conmected engines they are never volted together, but ale 
fixed to the frames of tue engine and tu the smoke-box ly 
meaus of straight bults that very often bear the whole weight 
of the cylinders, not ou thir entire surface, but on their heads 
aud nuts, irom which arise often the breakiug off of the bolt 
heads and loosening of the steam cyhuders, tuus requining 
much time and expense to fix them again securely, 

“With the American locomotives that rau ou the Voronej- 
Rosteff line the steam cylinders are not only tixed to the frames 
of the engine and the smoke-box (although they are outside), 
but they are also firmly bouited together in the mid- 
die in the following manu-r: the joiuing bults are taper or 
conical, and occupy with their whele length their correspoud- 
iug holes, thus placing the strain upon the entire bult aud not 
Merely upon their beads (bult-heads). Consequently, as re- 
gards the resistance to external force, these bolts auswer the 
purpose of a rivet, and the cutting oft of the bolt-heads can 
have no effect upon them; and, what 18 more important still, 
this system insures the immovability of the steam cylinders. 
Iu this connection we might add that all the bulis of the engine 
are made in the same manuer. 

“*In addition to this the American locomotives deserve notice 
on account of the convenieut position of the eugineer’s cab, 
This is an important consideration everywhere, but iu onr 
climate particularly, the engiveer or driver being the chief 
manager of the train and holding its tate in Lis Lands, and 
therefore requiring the chief care. The cab is raised higher 
than the platform of the tender, and is sbut on all sides. All 
the means of communication necessary to work the train are 
withia his reach; even to grease the steam cylinders a special 
apparatus has been inveuted, aud is situated within the cab, 
ou the boiler itself, under the covering of which there are con- 
necting pipes communicating with the steam chest and cylin- 
ders. By this means the driver does not require to walk along 
the footboard, at the risk of his life, to grt ase those parts while 
the train isin motion. This arrangement prevents the occur- 
rence of accidents, such as failing uff the engine, which often 
happens to drivers, particularly in winter, when ice accumu- 
lates on the foot-board. 

* Another peculiarity of the American engine is that they are 
always provided with a ‘‘cuw-catcher,” to remove any object 
placed on the raiis by accident or intentionally. During the 
winter season the cow-catcher has attached to it’ sheet-iron 
covering which forms a snow-plow, thus keeping the lune free 
from snow not exceeding three feet deep. We are told that the 
American locomotivee ordered for the Voronej Rostoff Railway 
Company are considered by competent authorities most valua- 
ble, and there can be no doubt that the good example given by 
Mr. Polliakoff will be imitated by others, and that the Ameri- 
can locomotive adapted to anthracite coal will be gradualiy in- 
troduced on all of our railroads that can dispose of this excel- 
lent article.” 














Decisions by the United States Supreme Court. 


On the 10th, the United States Supreme Court at Washing- 

ton — the following decisions, which are reported by tele- 
raph : 
° x the case of the Cleveland, Painesville & Ashtabula Rail- 
road Company againgt the State of Pennsylvania, and irom the 
Supreme Court of that State, the question was upon the right 
of the State, under its act of 1808, to collect through the com- 
pany a tax of 5 per cent. upon the interest due to its bondhold- 
ers. The State Court sustained the right and enforced the col- 
lection. ‘This Court says that the State ~~! properly tax per- 
sons and property within its jurisdiction, but the power of 
taxation is limited to subjects within the jurisdiction. The 
bonds in this case are properly in the hands of the holders not 
the property of the obligors, and so far as they are held by 
non-residents of the State they are property beyond the juris- 
diction of the State. The law requiring the Treasurer of the 
company to retain 5 per cent of the interest due to non-resi- 
dent bondholders is not therefore a legitimate exercise of the 
taxing power. Itis a law which impairs the obligation of the 
contract entered into between the company and its bondhold- 
ers, and is void for that reason. Judgment reversed. Judge 
Davis dissents, holding that, as the State Courts have decided 
that the tax in question was authorized by the act of 1844, 
which was in force when the bonds were issued, no principle of 
the Federal Constitution was violated. Mr. Justice Field de- 
livered the opinion of the Court. 

The cases of the Pittsburgh & Fort Wayne road ard of the 
Delaware, Lackawanna & Western road aio disposed of by the 
views expressed in the opinion in the foregoing case. : 

In the case of Humphrey et. al. against Riques from the Cir- 
cuit Court for South Carolina, the Court hold that the Cheraw 
& Darlington Railroad Company in South Carolina is, by the 
laws of the State, exempt from taxation, and that the law of 
1868, enacted to repeal this exemption, is void. The Court 
say that it is too late to raise the question whether a State has 
the power to bind itself against imposing taxes; for it has 
been held in this court that a State has the power to bind itself 
in relinqnishing the taxing power, aud such a provision of ex- 
emption is a contract which the State may not subsequently 
impair. Judgment affirmed. Mr. Justice Hunt delivered the 
opinion. 

The Remington Steam Oar. 


A trial of this car has recentiy been made on Market street, 


a 





were amazed. Watches were in hand timing the engine. Paper 
and pencils were in constant use. Pressure of steam was noted, 


in Louisville, Ky. The trial is reported as having been very 
succes: 
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Editorial Announcements. 








Correspondence.— We cordially invite the co-operation of the rail: 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always giad to 
receive news of them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 


General Superintendent, who wrote to Mr. Smith that 
‘*if Chapin is a competent and sober man he should be 
retained,” and that ‘‘such men as are willing to work 
would be fully protected.” Preparations were imme- 
diately made to meet the strike. Assistance was tele- 
graphed for to other roads, and men procured to take 
the places of the members of the ‘‘ Brotherhood.” The 
latter association, learning of this summary action of the 
railroad officials, speedily reconsidered the action of the 
committee, and, it is said, “fully explained to the offi- 
cials that the threat made by the committee before re- 
ferred to was unauthorized, aud that the person who 
made it had been removed from the committee.” This, 
in a printed circular addressed to railroad superintend- 
ents, is pronounced by Mr. Van Horne “ merely a ruse to 
throw us off our guard.” 

We will not follow out what are apparently conflicting 
statements of misunderstandings between the men and 
the officers. The former complain that they were not 
fairly treated; the latter of insubordination, of riot, and 
injury to their property. In such conflicting statements 
it is of course difficult to determine with exact justice 
where the responsbility rests. This task we will not at- 
tempt. With reference to the letter which was the origin 
of the strike, there can be but one opinion among people 
of any intelligence. That it was insolent iu its tone, in- 
definite in its charges, and entirely inadequate in its 
presentation of facis to sustain the very ob:cure demands 
hidden under its coarse language, a glance at its contents 
will show; and the wonder is that any men in their sober 
minds should present such a letter to a superior oflicer, 
and expect him to give it serious consideration. 


ment, engineering, rolling stock and machinery, by men practically 1 the charges which have since been made against 


acquainted with these subjects, are especial/y desired. 


Inventions.—No charge is made for publisiing descriptions of what 


Chapin could be sustained, as is alleged ; if he was guilty 
of misappropriating money, if he was a disreputable 


onan dant and interesting | s in railroad | C2 2racter, and “no locomotive engineer could run against 
machinery, rolling stock, ete.; but when engravings are necessary | Lim and feel safe,” there certainly would be nothing 


the inventor must supply them. 


wrong if those associated with him should request his re- 
moval. It should, however, be remembe.ed by thuse 


Advertisements.— We wish it distinctly understood that we will| making such a request that all the virtue of it will de- 


entertain no proposition to publish anything in this journal for pay, 


EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 


pend upon their proving conclusively that their allega- 


columns OUR OWN opinions, and those only, and in our news columns tions are true. Usually this, the most important point, 
present only such matter as we consider interesting and iznportant to | is the one which receives least attention, or is entirely ig- 
our readers. Those who wish to recommend their inventions, me- | nored, in such communications. In the present instance, 


chinery, supplies, financial schemes, etc., to our readers can do 80 


fully in our advertising columns, but tt is useless to ask us to recom- 


at least so far as we know, not only was there no attempt 


1 them editorially, either for money or in consideration of adver- made to establish by adequate proof any charges detri- 


tising patronage. 





mental to the man complained of, but there were in the 
first instance no charges made, excepting what may have 


The Chicago office of the RaiLwoaD GazETTE on and after April 1| been hidden under the coarse epithet used in the letter. 


will be at Nos. Tt and 79 Jack 





street, opposite Third avenue. 





The very thing which in this complaint should have 





STRIKES. 





been of paramount importance received no attention 
whatever. In this asin so many other cases in which 


Two wecks ago we called attention to a reported strike human nature makes such sad mistakes, the complain- 


of locomotive runners on jthe St. Louis, Kansas City & 


Northern Railway. At that time our information was so | ®’S4™ents. 


ants :nistook their opinions for facts and their feelings for 
When charges of inefficiency and gross 


limited that we did not feel justified in making any ex- moral delinquency are made and sustained against men 
tended comment thereon. Since then we have received | PY their associates, surely no superintendent or other 
what we believe to be tolerably full and accurate infor- | ficer should refuse to hear and also heed them. 


mation regarding the causes and the extent of the trouble 


between the officers and the men on the road referred to. 


On the other hand, it should be remembered that the 
exercise of authority implies respest from those who are 


The misunderstanding had its beginning in the following subject to it. This is the case the world over, and has 


letter sent to the Master Mechanic of the road : 
Brorgernoop or Locomotive ENGINEERS, 
MosBeERLyY Division, No. 86, 
MoseERLy, Mo., Feb. 27, 1873. 
Mr. H. 8. Smrru, Esq. 

Dear Sir: It is the request of Division No. 86,B. of L. E., 
that you remove Mr. Ciros Chapia from position he now holds 
as engineer of engine No. 10, he not basing considered by them 
as a fit associate for white men, they considering him a scab of 


the first water. o 
eC ccccceee? Respectfully, 
Division 86, B. or L. E. 


This letter, to use a very mild term, was disrespectful to 


been so in all times from the days when the old hoary- 
headed patriarchs controlled the wandering tribes, and in 
the armies of all nations, and in all well-ordered families. 
The want of respect to those in authority is a sure indi- 
cation of insubordination, and every rail:oad officer 
knows it—or at least should—and therefore when men 
have real or imaginary wrongs to set right, they may be 
certain that any expression of disrespect or contempt for 
authority will not and should not be tolerated. 

The violence and intimidation, rioting and destruction 
of property, and the forcible detention of trains which are 


a superior officer, besides being foolish and imbecile to a reported in the Missouri and almost all other strikes can 


degree which one hardly expects from men of discretion, 
who sre jeopardizing their own position and the interests 
of their employers. Being without signatures, Mr. 
Smith, the Master Mechanic, very properly took no no- 
tice of it. 
On the 6th of March a committee waited upon him and 
requested an answer to the above letter. This he de- 
clined to give. On the next day a larger committee, 
headed it is said by the chief officer of the “ Brother- 
hood” on that line, called on the Master Mechanic and 
demanded a reply to the letter referred to, and notified 
him that if Chapin was not dismissed at once, the 
** Brotherhood” would strike. At that interview Mr. 
Smith requested that the objections to Chapin should be 
stated more definitely, and was informed—so says one of 
the officers of Division No. 86—that besides running an 
engine on the Pacific road during a strike he (Chapin) at 
that time appropriated money contributed for the relief 
of firemen, and used it to betray the “ Brotherhood” into 
trouble ; farther, that the character of the man was bad; 
and ‘that no locomotive engineer could run against 
such men as he and feel safe.” 
The matter was then referred to Mr. Van Horne, the 


be opposed only by the arguments which policemen use, 
or by harsher measures if necessary. In reviewing a 
case in which one workman recently threatened and as- 
saulted another for going to work in the Metropolitan 
Railroad Company’s shops in Boston, the judge quoted 
the following from the records of the Supreme Court in 
a similar case : 

“Freedom is the policy of this country, but freedom does not 
imply a right in one person, either alone or in combiuation with 
others, to disturb or annoy another, either directly or indirect- 
ly, in his lawful business or occupation, or to threaten him 
with annoyance or injury for the sake ofcompelling him to buy 
his peace, or, in the ianguage of the statute, ‘ with intent to ex- 
tort money or any pecuniary advantage whatever, or to compel 
him to do any act against his will.’ Theacts alleged and proved 
in this case are peculiarly offensive to the free principles which 
prevail in this country, and if such practices could enjoy impu- 
nity, they would tend to establish a tyranny of irresponsible 
persons over labor and mechanical busiuess which would be ex- 
tremely injurious to both.” 

The folly of men who by acts of violence place them. 
selves and their cause irretrievably in the wrong can 
only be accounted for by their ignorance or possibly 
wickedness. 

We are thus explicit in our condemnation of the acts of 
folly or violence during the recent and all other strikes, 








views expressed by Mr. Van Horne in his circular to su- 
perintendents, to lay ourselves open to the charge of be- 
ing the defenders of such conduct. We disagree with 
him because we believe that ifthe policy which he indi- 
cates is pursued it will lead to much injustice, suffering 
and loss to all parties concerned, but especially to railroad 
companies themselves. We do so, too, because we think 
a much better, safer and wiser way is usually open to the 
executive officers of railroads, and that a little reflection 
will cause them to see it. 

In his circular, Mr. Van Horne says: ‘* My object in 
sendivg out this detailed statement is to correct any 
wrong impression in regard to the origin of the strike ; 
and to sow that the professions of the ‘ Brotherhood’ 
cannot be depended upon ; to call the attention of rail- 
road managers more forcibly to the immense power for 
evil possessed by this organization, and to show that 
some steps should be taken to neutralize its power. The 
term ‘striker’ should be as unpopular with railroad com- 
panies as that of ‘strike runner’ is with the ‘ Brother- 
hood.’ A complete list of the ‘ strikers’ will be sent to 
all superiatendents as sodn as it can be prepared. Every 
road in the country is interested in defeating such strikes 
and in making them as disastrous as possible to the 
strikers; in fact, railroads generally cannot afford to 
allow one of these strikes to succeed.” 

The sincerity of the professions of the Brotherhood we 
will not discuss now, but only say that we believe that if 
the circular quoted from, which is dated March 18, had 
been written a week later its language with reference to 
this point would have been modified somewhat by the 
action of the Grand Chief Engineer in suspending the 
charter of Division No. 86, because it had ‘‘ violated the 
rules of the Brotherhood, and thereby caused a disgrace- 
ful strike.” 

That the organization has immense power for evil 
there can be no doubt, but it also has immense power for 
good. In fact all persons, and nearly all human institu- 
tions, have “immense power for evil.” Little children, 
who in our minds are the personification of innocence, 
can and sometimes do set fire to our houses. Men and 
women under the influence of ungovernable rage murder 
each other; and perhaps the less that is now said 
of the ‘‘power for evil” which railroad corporations 
have, and /ave exercised, the better. The fact that any 
person or instiiution has a power for evil is in no sense 
derogatory. In fact, it usually happens that ‘‘ the power 
for evil’ is just in proportion to the power for good. That 
it would always be wise to attempt to ‘‘ neutralize” the 
capacity for wrong-doing is by no means certain, and de- 
pends somewhat upon what is implied by the word ‘‘ neu- 
tralize.” To attempt to break up an organization like 
the ‘‘ Brotherhood” by “ ostracising”’ its members and ex- 
cluding them from employment, for no other reason than 
because they are members, certainly would be unwise ; 
and to deny to men the right to strike would be equally so. 
There are, injeed,some very confused notionsin the minds 
of employers regarding the questicn of strikes. That 
no man or body of men hasa right to commit illegal 
acts, is of course indisputable ; but one man has a3 much 
right to refuse to work as another has to refuse employ- 
ment, and if one can do this two or more can do the 
same thing. This right is very often exercised by a num- 
ber of employers agreeing together that not more than a 
certain rate of wages will be paid. There are probably 
more strikes of employers than of men, and they are 
usually much more inexorable. Not only is it the rigbt 
but, we believe, sometimes the duty of men td strike. 
For example, if a locomotive runner is ordered to run an 
engine whose boiler is in a dangerous condition, which 
is not unusual, he would obviously be right in 
refusing to do it, or “striking.” Any number of 
men would be right in refusing to run over a track or 
bridge which was in a dangerous condition, and they 
would also be justified in using their persuasion to induce 
others to follow their example. If ali employers com- 
bine and mutualiy agree—and this is often done—to re- 
duce wages, and all refuse to employ men without a re- 
duction, the latter have an equal right to combine and 
agree not to work for less than a certain rate of wages. 
Whether either would be wise in taking such action will 
depend euatirely upon circumstances—the condition of 
the markets, the competition to be met, and a great va- 
riety of economical and social questions which are often 
very complicated and obscure in their influence upon 
prices and wages. The right to strike is, we believe, es- 
tablished as firmly as is that ‘‘to life, liberty and the 
pursuit of happiness ;* but the act will be either right or 
wrong, wise or foolish, according to circumstanc.s. Any 
infringement of the law, whether perpetrated in combi- 
nation with few or many, is liable to and deserving of 
punishment; but the distinction should be made, and 
made very clearly, between the right to combine for law- 
ful purposes, and the wrong of unlawful acts under the 
shadow of combination. 





because we do not wish, in dissenting from some of the | 


It must also be remembered by those who have to deal 
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with it that trades-unionism is now a gigantic fact. It is 
an element anda growing one of the civiiization of the 
Nineteenth Century. The labor question and the rela; 
tion which capital shall bear to labor, and vice versa, are 
becoming the most momentous questions of the day. It 
is pressing harder and harder on the social and _ political 
institutions of this and forcign countries. The greatest 
thinke’s and crilics of our time are engaged in attempt- 
ing to solve the problems which it presents, and formu- 
jate the social phenomena. which are being evolved. 

We have no statistics at hand of the magnitude of the 
organizations of this kind in our own country, but it is 
said that the ‘‘ Brotherhood” numbers from five to ten 
thousand members. Tnat there are many other power- 
ful organizations of the members of other trades is cer- 
ain, and that they are growing very rapidly is equally 
so. We copy the following data from a very thoughtful 
book,* which all who wish to understand this subject 
should read. The membership of trades unions in Eng- 
land is given as follows: ‘‘ Miners’ National Associa- 
tion,” 54,000; ‘‘ Amalgamated Engineers,” 43,000 mem- 
bers, and increasing at the rate of from 2,000 or 3,000 


yearly ; ‘‘ Amalgamated Carpenters,” 8,261 mem. 
bers ; ‘* Operative House Carpenters,” 10,000 
members ; ‘‘ Operative Masons,” 17,702 members ; 


“Tron Founders Union,” 11,150; Boiler Makers, 9,000; 
London Bricklayers, 6,000; and Sheffield Bricklayers, 


~ 


5,242. These are only some of the larger ‘‘ unions,” 
there are besides many smaller associations. That trades- 
unionism is much more powerful in num ers, intelligence 
and wealth in England than here there can be no doubt. 
This is due to the fact that the avenues of industry are 
so wide open here that the most intelligent men soon 
cease to be workingmen and become themselves employ- 
ers, and also because the demand for labor has been so 
great that the necessity for combination has not been felt 
so strongly. But that itis a growing power, both here 
and there, there can be little doubt, and it is one which 
railroad officers, who represent the interests of their com- 
panies, can no longer defy with impunity nor ignore the 
experience in Europe in dealing with it. That 
these associations may, with the power which their com- 
binations give them, try to do some very foolish things, 
is probable ; but, in attempting to ‘‘ neutralize their pow- 
er for evil,” great care should be taken that a wise course 
be pursued, and that such attempts do not result in more 
evil than g»od. Mr. Van Horne is very guarded in the 
language used in his circular; but the disfavor in which 
he recommends the term ‘‘ striker” should be held, and 
the defiant attitude with which he intimates that strikes 
should be met by railroads generally, would, we believe, 
have a much less salutory effect than the system which in 
Europe has been most effective in arranging amicably the 
questions of dispute which are constantly arising there 
between employers and men. In England, the 
most effective method has been found to be 
the appointment of boards of arbitration, consisting of 
equal numbers of representatives of employers and em- 
ployees, to inquire into and if possible settle all matters 
of dispute which may arise. As an example of the effici- 
ency of this system, we copy an account of its working 
in the case of the North of England iron-masters and 
their men, in arrranging a question of dispute about two 
years ago. A correspondent of the New York World thus 
describes it: 

‘* No expectations could possib!y be more diametrically oppo- 
site than those manifested in the October notices of masters 
and men to this board. The former considered themselves 
justified in asking for a reduction of wages equal to 10 per 
cent., the latter were confident that thestate of the trade war- 
ranted them in putting in a claim for an advance to the same 
amount. Had both parties proceeded in the old head- 
strong way each would have met in secret conclave, 
ridiculing the supposed notions of the other; each 
would have been anxious to get hold of som3 miserable tell-tale 
to find out what the other is driving at; rogues and sneaks 
would have stirred the fire, and the compliments of the present 
season would have been a clash, an explosion and conflagra- 
tion. The “‘Happy New Year” would have been inaugurated 
by a disastrous sirike or a ruinous lock-out, accompanied by 
ail the acrimonious outbursts inseparable from either. Instead 
of this, either party had three months’ previous notice of the 
other’s pretensions, and when their represontatives met face 
face they, after a lively debate, agreed to hand the matter 
over to the standing committee of the board. The standing 
committee having examined and carefully weighed the 
counter arguments, proposed that the men should re- 
linquish their claim and tho masters to be content with a 
reduction of 5 per cent. for three months; the rest to be settled 
in the meantime. The masters asked time toconsider. The 
men on the spot reluctantly gave in, but advised their con- 
freres at a distance to take the matter into their serious con- 
sideration to arrive at some definite conclusion. A week later, 
on the 30th of December, when the board met again, the repre- 
sentatives of the employers announced that the proposition of 
the standing committee was accepted, but the representatives 
of the men had been instructed to demand a settlement for a 
longer period. The following decision was arrived at: ‘1. 
That the reduction of wages claimed by the masters be sub- 
mitted to an arbitrator, and that Mr. Thomas Hughes, M. P., 
be requested to act. 2. That the standing committee shall 
hold a meeting on Friday, January 6, 1871, for the 
purpose of mutually, agreeing to the questions which 
shall go before the arbitrator, and to fix the day on which the 
inquiry shall commence. 3. That the special alterations and 
previsions which either employers or workmen may wish to in- 





* On Labcr, its wrongful claims and rightfal duzs, its actual 
present and possible future, by William Thomas Thornton, Mac- 
millan &C». 1870. 


troduce into the wages-scalo at any works be in the hands of 
the secretaries on or before Friday, January 6. 4. That, pend- 
ing the decision of the arbitrator, with reference to the wages 
question for 1871, five per cent. from the current rate of wages 
be retained by each firm, and to be held back until the decision 
of the arbitrator, and not to be referred to in any way.” 

Last year the men claimed an advance of 10 per cent. for the 
whole year of 1870. Mr. Thomas Hughes decided, after due 
consideration, five per cent., and both parties submitted with- 
out murmur, and I have not the remotest doubt that, whatever 
may be his decision, they will submit again.” 


The same writer says: “ One thing ought not to be lost 
sight of; which is, that without an efficient organization 
of the workpeople no board of arbitration is possible. 
Unionism is a prerequisite to their establishment.” 

Mr. Thornton, in the book we have already referred 
to, says : 


‘*Experience has shown that, as an union grows in strength, 
the chances of collision between it aud employers diminish, 
The stronger unionists are, the more anxious are employers to 
propitiate them. Tne richer they are, the less willing are they 
to risk their money. As long as they have little or nothing to 
lose, they raise the song of battle recklessly enongh—cantabit 
vacuus—but as their coffers are filling, then, as a good old gen- 
tlemanly vice, they gradually take up with avarice, and get to look 
upon strikes as extravagances to be resorted to oaly in extrem- 
ity. For several years the Amalgamated Eogincers have hed 
only two or three strikes, and the Amalgamated Carpenters 
very few ofany note; and if, as may be fairly expected, they go 
on advancing in discretion as they advance in age and experi- 


— they will inall probability cease before long to have them 
at all.” 


That arbitration would remedy all the evils which ac- 
company strikes, that it would make foolish men wise or 
stupid ones intelligent, or turn those who are vicious into 
the paths of viriue, of course is not to be expected ; but 
in England where the evil of strikes and trades-unionism 
has been greatest, by the aid of self-sacrificing and intel- 
ligent men like Mr. Hughes and Mundella, the harm 
done by strikes has been much lessened, and the foolish- 
ness of those engaged in them has been controlled. 

That employers, too, may have something in their 





deportment to correct is quite possible. To quote again 
from Mr. Tiaornton’s exceilent book : 

‘¢ Almost universally, until latterly, they used to give them- 
selves those very offensive airs, in dealing with their men, 
Which the latter, when they have a safe chance now so greatly 
disgust by parodying; and even now they not unfrequently 
offend in the same manner as of old, representing as an imper- 
tinence the interposition of unionist committees or delegates. 
The men often care less about the claim they put forward than 
about the way in which it is received, or rather not received, 
by the masters. What irritates them beyond endurance is the 
latter’s high-and-mighty demeanor, their haughty refusal to 
confer with the men’s representatives, or to vouchsafe them 
any other ~~ than an intimation of their sovereign will and 
pleasure. Wherever courts of arbitration were employed, this 
stumbling block of offense at any rate would no longer exist.” 


From the evidence before us we believe thit an effi- 
cient board of arbitration could have settled all the difti- 
culties which caused the late trouble on the St. Louis, 
Kansas City & Northern Railway without any one ex- 
cepting the board 2nd those they represented being aware 
that there was any trouble. 

If railroad managers study the labor question they will, 
we believe, be compelled to admit that it is too late to 
adopt avy “crushing out” system with trades’ unions 
like the Brotherhood. Tuaeir existence and power is an 
accomplished fact, and the wisest plan, we believe, will be, 
as it has been found to be in Europe, to recognize its exist- 
ence and to meet its representatives in a just, fair and 
courteous manner, and in this way ‘‘ reason together.” 

We trust that this matter will be discussed by the Rail- 
way Association of America, and that at least some intel- 
ligent investigation will be given to the subje-t. There 
would, we believe, be litule difficuity in establishing a 
board of arbitration, to consist of say twelve members, 
half to be selected by the Association referred to, and 
half by the men, who, with an umpire selec'ed by them- 
selves, who ought not in any way to be'connected with 


tions under dispute should be referred. 








THE ILLINOIS CENTRAL REPORT. 





The Lilinois lines of this company probably suffer more 
than any other railroal by the prevalence of high water 
‘rates between Chicago & New York. For while it isa 
notth-and-south line, the tendency of the traffic of the 
‘country along it is so overwhelmingly eastward—that is, 
to its final market—that th? road is and has bezn ser- 
viceable chiefly as a section of a route from Illinois to 
New York and New England. Not that it has nota 
large traffic to and from the South: it is doubtless the 
largest carrier of this traffic, as it iz the great north-aid- 
south railroad of Illinois ; but that the whole of this 
business for the State is less important than the small 
fraction of the Eastern business which one of the eight or 
ten leading lines may secure. 

Now one terminus of the Illinois Central is not much 
nearer the Eastern market, to which so large a majority 
of its traffic tends, than the other, and consequently 
hauling cars from one point to another on its lines does 
not often bring them much nearer their ultimate destina- 
tion. The short line to market is, for most of the Illinois 
stations, nearly at right angles to the Illinois Central’s 





lines. They carry traffic bound for the East when, first» 


the interests of either, might form a court to whom ques- [ 


they afford the only existing line; and, second, when they 
are parts of the cheapest line. 

For many years this company’s lines were, for by far 
the largest part of the country along them, the only prac- 
ticable channels for its traffic. They formed indced the 
shortest route to any market, north, south, east, or west, 
for they were the only ones. We need not say that all 
this is changed now,and for the most part changed 
within a few years. Now from Cairo to Chicago there is 
hardly a farmer on the line of the Illinois Central 
who cannot reach an east-and-west railroad as well as 
this north-and-south line which was so 1.ng his only de- 
pendence. These east-and-west roads are all, we believe, 
shorter routes to the East than the Lllinois Central 
affords ; but they are formidable rivals only when they 
are also cheap routes. The first lines of this character 
hardly made themselves felt, because they could not com- 
pete with the water route to Chicago with which the 
Illinois Central makes connection. 

Now the recent great increase of traffic on the east-and- 
west lines has been chiefly due to two causes: first, we 
will say (b< cause its influence is permanent and likely to 
increase rather than decrease) is the gradual reduction of 
rates on the railroads to the East through which these IIli- 
nois railroads have their out'ets ; and second, the tempo- 
rary (it is to be hoped and expected) very large increase 
in the lake rates. We might add a third, and say that 
the very multiplication of the east and-west routes neces- 
sitates, in a manner, much larger shipments, in the aggre- 
gite, through them ; since they must have something to 
do, and will carry, if necessary to get business, for just 
enough to cover expenses. 

Last year lake rates were so high that there was for 
most of the country south of Chicago litile saving in 
sending there to ship. Consequently an unusually large 
amount of the products which ordinarily avoid the all- 
rail route were shippel by the through east-and-west 
lines. This diversion affected most the north-and- 
south routes, the chief of which in Illinois are the Chicago 
& Alton and Illinois Central. The effect on each was 
largely to reduce its earnings. To carry at all, they were 
compelled to carry at low prices, and though the growth 
of ofher traffic may have kept up the total, this growth 
was mostly of through and mineral traffic, which leaves 
a very small margin for proftt. In the case of the Lilinois 
Central a reduction of .17 of a cent per mile caused a 
falling off of more than $400,000 in the gross re- 
ceipts from freight, and in net earnings about 23 
per cent. On the freight received at and for- 
wardel from Chicago, the bulk of which was 
less than in 1871 by only 3 per cent., the 
receipts were less by more than 22 per cent.—the 
amount of decrease being no les3 than $732,721 on the 
business passing through this station. The great de- 
creases were (we name those of $20,000 or more) $109,066 
- from the freights of the Iowa Division, $732,721 at Chi- 
cago, $22,539 at Gilman, $25,593 at Loda, $22.035 at Pax- 
ton, $40,174 at Tolono, $32,944 at Arcola, and $148,141 
at Effingham. (Ihis counts earnings twice, as they are 
given for receipts and shipments.) These form four- 
fifths of the sum of the decreases in freight earnings. 

An analysis of the sources of earnings shows that on 
the Illinois lines (707 miles), the gross earnings were at 

he rate of $9,354 and the net earnings $3,035 per mile. 

On the Iowa lines (about 401 miles), the gross earnings 
were $3,527 and the net earnings $1,299 per mile of 
road. The net earnings of the Iowa lines were 
about $107 per mile less than the rental. These 
Iowa lines are owned by three diffzrent compa- 
nies, whose properties are of different values. The Du- 
buque.& Sioux City, from Dubuque west to Iowa Falls, 

142.85 miles, earned at the rate of $6,631 per mile; the 
Iowa Falls & Sioux City, from Iowa Falls west 183.7 
miles to Sioux City, earned only $1,843 per mile, gross; 
the Cedar Falls & Minnesota, from its junction with the 
Dubuque & Sioux City at Waterloo (93 miles west of 
Dubuque) northward 75.58 miles to the Minnesota line, 
earned $1,702 per mile. The two latter lines have 
among the lowest earnings of any reported in this coun- 
try, owing doubtless to the newness of the country and 
the sparseness of population; for neither is very much 
affected by competition, and the Iowa Falls & Sioux City 
scarcely at all, except for the trifling through traffic. The 
country on these lines is extremely fertile, and nearly 
every acre of it is cultivable, and there is scarcely 
a doubt that it will in time afford as heavy an agri- 
cultural traffic as any other section of the country. The 
rapidity of its growth, however, depends very largely on 
the prices of the lands, and these are largely held by non 

residents, who are more anxious to get good prices event- 
ually than for immediate sales and the prosperity of the 
railroad companies. 

The influence of the east-and-west lines will doubtless 
continue, and their success will always limit more or 
less the Illinois Central’s traffic. But it is not at all 





probable that the extremely high lake rates of 1872 will 
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continug ard thus «xaggerate the competing power of 
these lines. Forall traffic that goes down the Mi-sissippi 
or through the L:kes, the Illinvis Central is and probably 
always will bea favorable route. Anything which may 
increase the traffic on either of these water routes is like- 
ly to increase the railroid’s business ; and scarcely any 
otter railroad in the country is so much interested in se- 
curing cheap water transportation. The Mississippi route 
is especially favorable to this roid, because for carrying 
in this direction it has very little competition. The 
grain sbipments in this direction have increased mate- 
rially, and in 1872 were nearly one-fourth as great as the 
company’s deliv: ries at Chicago ; but it is idle to expect 
a very lirge increase in the southern shipments, because 
the demand in tue South is lim'ted and grows very 
slowly. Tue cheapening of lake carriage, the improve- 
ment of the canals and the opening a free pissige for 
vessels between Cuicago and Montreal, these are what 
promis: most for the improvement of Illinois Central 
traffic. They are all practicable and probable—some of 
them almust certaia—and thus we have reason to believe 
that last year’s depression will not be permauent. 








Annual Conventions. 





The following societies will hold their annual conventions at 
the time and places named : 

The American Railway Master Mechanics’ Association, on the 
6th, 7th, 8th and 9ib of May, in Baltimore. 

The Railway Association of America, at the St. Nicholas 
Hotel, iu New York, on the 14th and 15th of May. 

The American Society of Civil Eagineers, on the 2ist and 22d 
of May, in Louisville. 

‘The Master Car Builders’ Association, on the 11th, 12th and 
13th ot June, in Boston. 








Record of New Railroad Construction. 





The current number of the RartLnoap GazerTe has informa- 
tion of the comp!etion of track on new railroads, as follows: 
Junction Ci'y & Fort Kearney.—Completed from the southern 
terminus at Juuction City northwest 33 miles to Clay Center, 
Kansas. It is worked by the Kansas Pacific. Cairo & St. 
Louis. —Extended from Red Bad, Iil., southward 10 miles. 
This is a total of 43 miles of new railroad. 








Tue Intros CENTRAL Company seems to have received 
rather more abuse than the other Illinois railroad companies 
even, as an oppressor of the poor and a devourer of the farm- 
ér’s earnings. The impression among those who condemn it 
seems to be universal and decided that it makes more and 
more money every year, increasing its charges and its profits. 
The report for 1872 ought to confound these people who con- 
demn so unhesitatingly what they know so little about. The 
profits of the Illinois Central were nearly one-tourth (23 per 
cent.) Jess in 1872 than in 1871, and less than for any other 
year since 1864 at least. Then the average rates were 74 per 
cent. less on freight and 10 per cent. less on passengers, and 
there has been a nearly constant decrease in the average re- 
ceipte per ton mile for a series of years, as follows : 


Receipts per ton per mile 1869............. 00s... sc... eee 2.48 cents 
Receipts per ton per Mile 18.0. 2.0... .. ccc eee cece wee 231 cents 
Receipts per ton pet mile 1871...........-.... Bede ear eum 2.32 cents 
BIOGEN UE CM POP TNT TOT, ooo sk os oni casinecdce ccs 2.15 cents 

Being a decrease of 13 per cent. in the four years. The com- 


pany isfortunate in having a very light bvaded debt, but if it 
had carried the freight and passengers in 1872 for one-fourth less 
prices (which many farmers and others seem to think it should 
have done) it could not have paid the interest on that small 
debt even, while not dividing a dollar among the stockholders. 
A reduction of 7 per cent. in the prices at which the business 
was dove would havo left the net earnings only sufficient for 
one 5 per cent. dividend. 








Tue PostaL-Car Contest has been settled temporarily by 
the agreement of the railroad companies to continue to run 
the cars until they can have an investigation of their claims by 
the Senate Committee on Transportation. We believe that all 
who ever examined the question have conceded the justice of 
the requirements of the railroad companies. Thcir claims 
have been indorsed and presented to Congress, year after year 
and then, not examined and rejected, but simply neglected. It 
becomes a question how long the companies should submit to 
such neglect ; but the very great injury which would be caused 
to business by the refusal to draw postal cars, and the public 
rage which would be directed chiefly, not to Congress, which 
has been at fault in the matter, but to the railroad companies, 
who have simply been tryivng to get reasonable pay for their 
work, have made them—wisely, no coubt—prefer to continue to 
work without pay, in hopes at last to secure proper considera- 
tion of their claims. 








Tue New Jersey Geverat Rattro,p Law has passed both 
houses of the Legislature by very large majorities, and now 
awails the signature of the Governor, which it will doubtless 
receive. It is substantially the same inits provisions as re- 


ported in the abstract which we published last week, with the ‘ 


addition, however, of a clause which declares that no franchise 
shall be held to be exclusive, unless expressly so provided in 
the grant, which clause is intended to take away all doubt as to 
the intention to give authority to coustract lines in competi- 
tion with those existing between New York and Phiiadelphia. 








—Mr. Charles H. Gould has been appointed Geneaal Freight 
Agent of the Buariington, Cedar Raptls & Minnesota Riilroad, 
in place of Mr. W. 8. Alexander, who has accepted a pusition 
on the Northern Pacitic, 





Report of the Illinois Central Railroad Company. 


This company runs the railroad from Chicago south by west 
to Cairo, Ill., 365, and the line from an intersection with the 
above at Centralia ( miles north of Cairo) north to La Salle 
and thence northwest to Dunleith, Ill., 342 miles, It works 
under leases the roads of the Dubuque & Sioux City, the Iowa 
Falls & Sioux City and the Cedar Falls and Minnesota compa- 
nies in Iowa, the two former working together a line from Du- 
buque west to Sioux City, Iowa, 3264 miles, and the latter a 
branch of the above from Waterloo north by west to the Min- 
nesota line, 753 miles. 

This road was worked at the close of 1872 with the following 
equipment, all owned by the Illinois Central Comnany: 197 
locomotives, 4,585 freight cars of different classes (271 flats and 
1,138 coal cars—the rest covered), 9 working cars and 16 snow 
plows, 79 first-class coaches, 12 old coaches, 7 smoking cars, 1 
officers’ car, 1 pay car, 45 baggage, mail and express cars, and 
17 sleeping cars. This is an increase of 4 locomotives and 266 
freight cars. 

The general balance sheet is as follows: 











DEBTOR, 
Permanent expenditures. Illinois.......... $34,061.198.56 
oe “ ee 162 85 50 
—— - ——— $34, 224, 092.06 
In‘erest and dividend acconnt............. $11,617 975.37 
Lers avails of interest fuud............... 2 278,373.40 
—-- 9 339 602 37 
OR RE BORON cncaknnccensctnsccadcsnkaccssacasacaccce 614,081 10 
Working stock of supplies. ......cccccccccce, -secccccce 715.961.08 
$41,923,737.21 
CREDITOR. 
DCamttal SOCK. 2. cncasccccccccccccesccncseses $25,483 890 
CCIE DOE BN ns ccncnsencsccscescececs 16,110 
——— $25,500,100.00 
Funded debt— 
Conrtruct on bonds due April 1, 1875, 7 
DEF CORE. ccccccccescccccccccccccoccesccces $3,058,500 
Consiruction bounds due April, 1, 1875, 6 
DEF COME, 6 2000 cccwccccccccscecesccccccczcs 332,009 
Sterling recemption bunds, ue apri 1, 1875, 
errr dab mihbatclae 2,500,000 
Currency redemptivn buuds, due April 1, 1890, 
 secccssescecetancheutabenssacccen 2,509,009 
$3.390.500 
Less construction bond fund................. 2.761.500 
—-—._ 5,629.009.C0 
Bonds delivered to Land Department......... 13,609,500.L0 


Construction bond funa applicable to the can- 


NINO IIE ona neccende decd cacatoeses 185.237.21 


$44,923 737.21 

The stock is at the rate of $36,068, and the funded debt, on 
which interest is payable (most of this debt has been redeemed 
or provided for), to about $7,962 per mile. The cost of the 
property has been at the rate of $48,177 per mile of road 
owned, 

The following is the report of the President to the Directors 
for the year 1872: 
The earnings on tlie line in Illinois were............... $6,613,433 07 
The working expenses ............00000- $4,024 728 79 
Ac the Siate tax.......... cc eeee scence 442,856 54— 4,467 585 33 














RORTIT WEE GUBOIOID 6 ooo cicccciecesasiecccs cece aecens $2,145 847 74 
The earnings of the leased linea in Iowa were.......... $1,413,320 71 
Which, deducting the working expenses.. $822,125 53 
Re er ee ae 563,301 52 


And taxes (against $19,532.91 in 1871) pecina WU,634 57T— 1,456,061 62 


sic misesia eeeaacaaaehereauchecdacis uxt $12 740 91 


Shows a deficit of 








In workircg the Iowa lines, and reduces the net earn- 

ings o: all lines operated by the company, to....... $2,103,106 83 
Against net earnings in 1571..... ccc cecsesecccees 2,732,847 44 
SE GE Oring cioeasxncntes vateennnnesecedans 629,740 61 





Making the proportion of expenses and taxes to gross 
GRTBINES..0... ccccccccs (06eeceansseeisneerente snad 66.78 per cent. 

The receipts from passenger transportation in Liliuois were 
$135,090.68 less than in 1871,‘and in lowa $4,801.54 less. 

The receipts from freight transportation in Illinois were 
$432,357.69 less than in 1871. In Iowa, $67,299.06 more than in 
1871 

The operating expenses were $204,934.70 greater than in 1871, 
owing chiefly to the excess in train service required tc move 
the additional tonnage, consisting of coal and other cheap 
freights ; to cost of repairs at Chicago, incident to the fire of 
October, 1871, and to the protection of the road on the 
lake shore. But little reduction could be effected in the pas- 
senger train service, though the earnings were largely di- 
nminished. 

The net earnings over the Chicago, Burlington & Quincy Rail- 
way are increased $189,164.50 as compared with those of 1871, a 
result caused by the greater distance the Iowa traftic passes 
over that line under the new contract. 

18 831,950 bushels of grain were forwarded from stations 
in Iihwois, and 6,722,520 bushels irom stations in Iowa, upon 
our lines, of which 15,929,230 bushels were delivered at Chica- 
go, and 3,867,850 bushels at Cairo. 82,383,000 feet of lumber 
were forwarded from Chicago, a falling off of 7,003,000 teet, as 
compared with the shipments of 1871. ‘The coal traffic reaches 
371,600 tous, an increase wf 112,300 tons over 1871. 

The total quautity of freight transported in 1872 was 
2,039,321 tons, equal to 272,290,900 tons hauled one mile, yield- 
ing an av: rage revenue of 2.15 cents per ton per mile. In 1871, 
262,150,386 tons were hauled one mile, at the rate of 2.32 cents 
per tou per mile. 

Elevator “A” has been rebuilt, with a storage capacity of 
1,000,000 bushels, giving now 2,750,000 bushels total storage ca- 
pacity at our Chicago terminus. 

The treight tracks and faciiities at Chicago were munch en- 
larged and changes were made to enable us to furnish tlie Mich- 
igan Ceutral Company additional land for their increasing 
traffic. One new dock at Chicago, designed for receiving lum- 
ber to be shipped by our line, has been commenced. 

Acoutract eutered into with the Mississippi Central, and New 
Orleans, Jackson & Great Northern Railways, which are op- 
erated under one management, ratitied at the shareholders’ 
meetivg in May last, provides fur the extension of the jormer 
railway to Cairo, and a mutual interchange of traffic with this 
road, on satisfactory terms. In consideration of the perform- 
ance of the coutract by those companies, this company is to in- 
vest annually one-eighth of its earnings from traftic to and from 
those Jiues in the consolidated mortgage bonds of each railway, 
if they can be purchased at not exceeding par, in currency, the 
minimum amount of bouds of each road so to be purchased 
being fixed at $100,000 annually for ten years. 

We have obtained from the Cairo city trustees 1,500 feet of 
the Obio levee, in Cairo, north of and adjoiving the freight le- 
vee of this company, for the freight traus'er station aud car 
ferry for the Mississippi Central connection. Lands heid by 





this company upon the Mississippi River, in Cairo, and not 





needed for its use, were conveyed to the Cairo city trustees, 
They have released this company from all obligations and 
claims under old contracts. We paid for the lands on the Ohio 
levee and re-leases the sum of $75,000, whick was charged to 
account of right of way. 

The Land Department sold, in 1872, 41,677 57-100 acres of 
the donated lands, for $336,918.68, making the aggregate 
sales to the close of 1872, 2,250,632 1-100 acres, for $23,622,- 
553.17, and leaving unsold at that date, 344,367 99-100 acres. 

Your attention is invited to the accompanying reports of the 
Trustees of the Construction Mortgage, and of the officers of the 
company, for full information of the operations of the year in 
their several departments. 

In view of the large decrease of the earnings during the past 
year, it is deemed proper to refer to the causes which led to it, 
in order that our shareholders may see that the past was an ex- 
ceptional year, and that they may reasovably expect hereafter, 
if not during the present year, that the results of the operation 
of the road will be more satistactory and profitable. 

When this railway was projected it was supposed that Illinois 
and the Northwestern States, as they should be settled, would, 
alter supplying the demand from the Southern States, find the 
cheapest meaus of transportation for their surplus products by 
the lakes and canals to the seaboard, fur the consumption of 
the Atlantic States and shipment to European markets. On the 
completion of the railway this expectation was realized, and the 
competition which has grown up by the construction of rail- 
ways crossing it at various poivts, and forming, in connection 
with the trank railways, direct lines from all sections of Illinois 
to the Atlintic ports, was not sufficient to seriously affect its 
grain traffic uutil the last year. 

The disastrous fire at Cuicago in October, 1871, had left us 
but one grain warehouse, which was filled early in January, re- 
stricting grain shipments to Chicago until the opening of navi- 
gation in April. Again, before Juue 1 we were forced to decline 
receiving giain for shipment to Chicago faster than it could be 
disposed ol there. A large increase in the price of iron stimu- 
lated its production last year in this country enormously, and 
created au upusua! demand for the iron ores of Lake Superior 
for the furnaces of Ohio and Penusylvania. This diverted a 
large number of vessels from the grain trade, causing a twofold 
effect upon our traffic. It raised the cost of shipping grain 
irom Chicago to Baffalo to almust double the ordiuary price, 
and enabled the competing lives leading East to divert grain 
from wider districts upou our line than they had before been 
able to reach. It caused a dearth of vessels, which, coupled 
with the lack of warellouse capacity, prevented our disposing 
freely uf the grain offered for shipment to Chicago, aud it 
largely increased the expeuses. These causes which have pro- 
duced the diminution of our net revenue in the past year may 
cuntinue to affect our trafiic the present year, but not to the 
same extent. 

There has been built, and is now now building, a very consid- 
abie increase in the shipping to navigate the lakes, which will 
be ready at the openiug of navigation. The Dominion of Can- 
ada 1s preparing tu increase the size of the locks on the Welland 
Caua', and thus add Jargely to the capacity of the trade from 
Chicago to Montreal, which will furnish a cheap line of trans- 

ourtation of grain for the European markets. The State of New 
fork is improvivg the Erie Canal, and rendering its capacity 
greater. ‘I'his wil necessarily reduce the freights upon it, and 
add to the advantages this route offers for suipments of grain 
via New York to Europe. The great trunk lines of railroad 
trom Chicago to the Atlantic States are providing additional 
tracks aud rolling stock, and new lines east from Chicago arein 
course of construction. All these improvements will furnish 
a large increase of the means of carrying from Chicago to the 
eastern markets the produce of the Northwest, and, by furnish- 
lng the means to send produce forward without delay, greatly 
enlarge our capacity for bringing it over our line. 

Iu addition to the expected restoration of our traffic in east- 
ward bouud produce, we have before us the immediate prospect 
of alarge accession to our business southward. For several 
years aiter this road was completed, it farnished the only direct 
route from the Northwest to the Southern States. Terminat- 
ing on the Mississippi River at the mouth of the Ohio, the line 
had the advantage of aimost uninterrupted river navigation 
south, but was about 22 miles from the northern terminus of 
the nearest southern railway. From time to tune other railways 
have been built, and have diverted portions of the Southern 
trattic which this lihe had developed. The arrangement made 
with the companies whose lines of road lead from Cairo to New 
Orleans, heretufore referred to, will, before the close of this 
year, turnish us, by a short ferry across tue Ohio at Cairo, a 
direct connection with the Southern railway system. This will 
enable the line to regain a large traffic, in the distribution of 
Western products in the South, where the more profitable cul- 
ture of cottou makes it for the interest of planters to purchase 
their supplies of food from the Northwest. It will afford a 
more rapid and regular means of forwarding freights to New 
Orieans than by the river, and tend to relieve us from serious de- 
lays of shipments south, via Cairo, which have heretofore fre- 
quently been caused by a lack of river craft at that point. 

There are now five lines of ocean steamers plying regularly 
between New Orleaus and Europe, and it is found that corn can 
be carried in these vessels in bulk in perfect condition through- 
out the year, aud reach Europe with less expense and 1n less 
time than by way of the lakes and canalsto New York. During 
the last year we delivered at Cairo nearly four millions bushels 
of grain, a portion of which was reshipped upon these ocean 
steamers at New Orleans. 

There are expouditures, which by the dictates of just econ- 
omy should be made, commencing during the present year. 
it 18 important to build additional docks at Chicago, in order 
to furnish convenient ground for transfer of lumber and other 
lreights between vessels and the road. We need to relay con- 
siderable portions of the track with steel rails, which are, in 
the end, far more economical than those of iron. We require 
new facilities at Cairo fur the increased business which the 
southern connection will open upon us. 


It is now ten years since the shareholders have been called 
upun for money. During this period dividends have regularly 
been paid, amounting in the aggregate to $22,582,407.07, and 
the debt has been reduced to the amount of $8,390,500. Of the 
debt outstanding, $3,390,500 of the coustruction bonds and 
$2,500,000 of the redemption bonds will become payable April 1, 
1875. You have set apart a trust or sinkivg fuud of $2,761,500, 
which, with its interest, will nearly provide for the coustruc- 
tion bonds, leaving $2,500,000 redemption bonds to be provided 
for. The residue of the debt will then consist of $2,500,000 of 
bonds payable in 1890. It will be tor you to determine whether 
any aud, if any, what measures may be desirable to raise the 
means to meet all these requirements. The entire cost of the 
property has been $34,061,198.56. It is now represented by a 
share capital of $25,500,000, aud a debt, which, after deducting 
tne existing sinking fund, leaves $5,629,000, making the aggre- 
gate $2,932,196.56 less than the actual vost of the whole. 

JoHN News tt, President. 

March 20, 1873. 


The Superintendent’s report shows a decrease in every item 
except extra baggage and dockage, the decrease in freight 
earnings having been about 33 per cent.; in passenger, about 
74 per cent.; in sleeping cars, 124 per cent.; in express, 10 
per cent. ; in rents, 6 per cent., the total decrease being a little 
less than 5 per cent. This was attended by an increase of about 





$205,000, or 44 per cent., in working expenses. This increase 


in expenses is a little less than the increase in train mileage, 
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which grew from 5,587,128, in 1871, to 5,888,226, in 1872, the in- 
crease being a little more than 5} per cent. 


The following table gives some of the more important state- 
ments concerning traffic : 







1872. 1871. 
re err 5,888 226 5,587.128 
Gross earnings per train mile............. $1 37 $1 52 
Working expenses per train mile ........ 82 £308 
Net receipts per train mile................ £518 69 
DR GR one: <n’ 2 c0acrcicccivs .. 2,089,321 1,831,944 

ee one mile.... «. 272,290,:.09 262.150 3c6 
Receipts per ton per mile . 215 cts 2.42 cis. 
Paszeugers carried....... 1,352,156 1,286,534 
2 * one mile... 51,779,991 50.590, 862 
Receipts per passenger per mile .......... 3 39 cte. 375 cts. 


The decrease in receipts per ton per mile was 7} per cent. ; 
in receipts per passenger per mile nearly 10 per cent. 








Fast Freight Lines on the Pennsylvania Railroad. 





The following is part of the report of the Pennsylvania Rail- 
road Company on this subject : 


A communication was submitted at your last annual meeting, 
in opposition to the continuance of fast freight lines upon the 
Pennsylvania Railroad, and was referred by you to the incom- 
ing Board for examination, with instructions to report their 
views thereon. 

The expediency of establishing such lines, owned by indivi1- 
uals or transportation companies, was at the time of their intro- 
ductiun admitted by the directors to be involved in grave 
doubts, and their introduction upon your road was not enter- 
tained by your directors until every argument had been ex- 
hausted to induce the railroad companies of New York, contend- 
ing jor the same traffic between the East and the West, tu 
discontinue their employment. 

It was fouud impussible, while these transportation compa- 
nies existed under contracts with the New York railroad com- 
panies which made it their direct interest to disregard them, 
to preserve uniform rates, and it was not until after years of re- 
monstrance and the non entorcement of agreements frequently 
entered intu with the New York railroad companies to abolish 
these lines that tnis company entertained the propriety of 
meeting the difticulty by the employment of the same weapons 
of attack and defeuse. Alter much delay and earnest consider- 
atioz, the subject was finally brought before your board for its 
determinuatiou, and referred by it to the Road Committee. Alter 
a fuli investigation of the subject a report was drawn up by it, 
authorizing the establishment of a tast freight line over the 
Pennsylvauia Railroad and its connections as the best means 
for meeting this competition. : 

This report was uuanimously adopted by the directors, and a 
contract entered into with intelligent and active parties, who 
had spent nearly their whole lives in the business of transpor- 
tation between the East and the West, upon the State Works of 
Pennsylvania, geutlemen who thoroughly understood the views 
and objects of the board, and who entered upon their duties 
under an act incorporatiug them as the ‘* Union Railroad and 
Transportation Company,” with ample means and a determina- 
tion to accomplisa the object assigned to them. In different 
and jess experienced hands the enterprise, under the terms of 
their contract with your company, would most probably have 
proved a failure. 

When the Union Line was established, this company con- 
trolled no railways west of Pittsburgh or east of Puiladelphia, 
and held but little over 350 miles of road between the eastefu 
and western commercial centers, while the cars of this trans- 
portation company were expected to traverse many thousand 
miles of railways in the West, gather up all the traffic that they 
could secure, and briug it to the Eastern markets over your 
works, returning them by the same channel filled with the mer- 
chandise aud manufactures of the East. 

The western railways were found by the Union Transporta- 
tion Company to be generally deficient in car equipment, and 
the companies owning them gladly welcomed the advent of 
an enterprise calculated to relieve their ever-increasing wants, 
and eagerly entered into contracts with it for the use of their 
railroads by its cars, and under these contracts it was enabled 
to successfully uilfill the objects we had in view. 

The Union Transportation Company was organized under 
reat doubts as to its financial success, without solicitation 
rom its proprietors, and against the principles which the board 

then recognized as those which should govern railway companies 
in the management of their affuirs. But its establishment, un- 
der the circumstances that then cxisted, was considered neces- 
sary to the success of the Pennsyivania Railroad Company, and 
its results have fully justitied its organization. 

Since your company has acquired control of its extended 
western connections east of the Mississippi, x»nd removed the 
obstructions that interrupted a free flow of traffic over your 
railway from the trade ceuters of the West to those of the Kast, 
the mission of the transportation company has been fulfiiled, 
and its continuance in the sphere it occupied is no longer im- 
portant to your interest. 

It was contempiated, on the organization of the ‘* Pennsyl- 
vania Company,” to manage your Western connections in the 
manner pointed out in previous reports, that it should fill the 

lace occupied by the Union Trausportation Company. It has, 

owever, required time to get these extensive works into har- 
monious and effic.ent action, avd to fully understand their 
traffic. The Pennsylvania Company is now ready to assume 
this duty, and arrangements have been made for the transter of 
the property and franchises of the transportation company to 
it, which will be carrie d into effect as early as the transfer can 
be properly made. The actual value of the property, consist- 
ing of cars, warehouses, wharves, offices, shops and sidings, to 
be thus transferred is estimated—without its good will—at over 
$3,000,000, and it has been purchased by the “ Pennsylvania 
Company” for three millions oi its common stock at par, thus 
interesting individuals of experience in the management of 
this great enterprise—a consideration of material importance 
and value. 

The Union Line having fulfilled the objects that this com- 
pany had in view at its establishment, in a manner satisfactory 
to its employers, it is gratifying tobe able to state that it has 
been so efficiently mayaged thatit has also proven a pecuniary 
success to its shareholders. Their profits have, however, been 
mainly derived from transportation over the extended system 
ot railways west of Pittsburgh and east of Philadelphia, under 
contracts of their own procurement, with the companies whose 
roads their cars traversed. The high rates of transportation 
that prevailed during the rebellion yielded very profitable re- 
sults to the line, as well as to your company—the through 
rates over the Pennsylvania Railroad in many cases having 
been twice those charged upon its local freights. 

It will also be remembered in this connection that neither 
law nor public opinion would at the time have permitted the as- 
sumption of powers by your company that would have en- 
abled it to establish a transportation line to meet successfully 
the object that your company had in view. When the Ponn- 
sylvania Railroad Company commenced business west of Har- 
risburg (its tnen eastern terminus) under the influence of the 
Parrow policy which then governed the management of the 
State Works, it was enjoined from running its cars over the 
Philadelphia & Columbia Railroad, a work built by the Com- 
monwealth especially to affurd equal facilitics to all who would 
use it. A more enlightened view of the subject prevailed, how- 
ever, in the Supreme Court, and the injunction was dissolved. 

In reviewing the facts which induced the confirmation of the 





contract entered into with the Union Line, your board is 
fully satisfied that the best interest of the company was pro- 
moted by the adoption of the report of the Road Committee 
referred to, and that the results of the operations of the Trans- 
portation Company have been highly advantageous to your 
company. 

To draw a line that should regulate the interference of a 
corporation with private enterprises, even where directly 
authorized by its charter to do so, is a matter of extreme 
delicacy, and the power should be exercised with great cau- 
tion, and a disposition to bear the ills that they bring upon 
the corporation and public—which are not without their com- 

ensating advantages—rather than deal harshly with estab- 
fished interests. 

The board st.ll believe that where cars have to traverse ex- 
tended lines of other and different railroads, that it is best for 
the interest of the railway company, where such lines are nec- 
essary, that they should be owned by private corporations or 
individuals and run under proper special contracts with those 
controlling the railways to be used. 


z @eneral QRailroad Mews. 


ELECTIONS AND APPOINTMENTS. 














—An order from the office of the Vice-President of the Tole- 
do, Wabash & Western Railway Company, dated March 20, an- 
nounces the following transfers and appointments, to take effect 
April 1: 

Mr. Robert Andrews is appointed Chief Engineer, with office 
at Lafayette, Ind. 

Mr. D. A. Collins, Superintendent of the Ohio & Indiana Di- 
vision, is travsferred to the Illinois Division, with office at 
Springfield, Ill. 

Mr. H. F. Clark, Superintendent of the St. Louis Division, is 
transferred to the Ohio Division, which will extend from Tole- 
do, O., to Fort Wayne, Ind. His office will be at Toledo, O. 

Mr. C. W. Bradley is appointed Superintendent of the indiana 
Division, which will extend from Fort Wayne, Ind., to Dan- 
ville, Ill., with office at Lafayette, Ind. 


—At the annual meeting of the Pittsburgh, Cincinnati & St. 
Louis Railway Company, at Steubenville, O., the following 
board of directors was chosen: Thomas A. Scott, George B. 
Roberts, Josiah Bacon, H. H. Houston, Philadelphia, Pa. ; Rob- 
ert Sherrard, R. C. Hurd, Alfred Gaither, New York ; J. N. Mc- 
Callough, William Thaw, William Phillips, Pittsburgh, Pa.; 
Thomas L. Jewett, Steubenville, O. ; D. 8. Gray, Columbus, O. ; 
George W. Adams, Dresden, O. The new directors are Messrs. 
Phillips, Hurd and Gaither, who replace 8. T. Canby, J. Means 
and T. Means. The board subsequently re-elected the old 
officers, as follows: President, Thomas A. Scott ; Vice-President, 
William Thaw ; Secretary, W. H. Barnes; Assistant Secretary, 
Justin G. Morris. 


—The board of directors of the Auburn & Homer Railroad 
Company has organized by the election of the following offi- 
cers: President, D. M. Osborne; Vice-President, J. M. Scher- 
merhorn; Treasurer, C. N. Ross; Secretary, E. C. Selover ; 
Executive Committee, W. C. Barber, J. Lewis Grant, B. C. 
Leonard, Charles O. Newton, with the President; Finance 
Committee, Wm. G. Wise, C. N. Ross, J. M. Schermerhorn ; 
Attorney, E. H. Avery. 


—The board of directors of the Middleburg & Schoharie Rail- 
road Company has chosen the following officers: D. D. Dodge, 
President; Lyman Sanford, Vice-President; P. 8. Sanford, 
Treasurer ; Jacob Neville, Secretary. 


—Mr. Henry B. Smith, formerly agent of the Erie Railway at 
Elmira, has been appointed Superintendent of the Rensselaer 
& Saratoga Railroad, with office at Troy, N. Y. 


—Mr. J. H. McCormick, long in the employ of the Pitts- 
burgh, Fort Wayne & Chicago road, has been appointed Road- 
master on the Chicago, Danville & Vincennes Railroad. 


—Mr. James Tillinghast has resigned his position as General 
Superintendent of the New York Central & Hudson River Rail- 
road, and has accepted an appointment as Managing Director 
= — of the Buffalo, New York & Philadelphia 

ailroad. 


—At the annual meeting of the New York & Oswego Midland 
Railway Company at Oswego, N. Y., March 26, the following 
board of directors was elected: Dewitt C. Littlejohn, Cheney 
Ames, Oswego, N. Y.; Henry E. Bartlett, Walton, N. Y. ; Delos 
E. Cuiver, Jersey City, N. J.; John R. Clarke, Oxford, N. Y. ; 
William Foster, Cleveland, N. Y. ; Henry R. Low, Middletown, 
Bi. 2 & Be Merchant, De Ruyter, N. Y.; Abram C. Hewitt, 
Josiah Macy, Jr., Albert T. Rand, Barthold Schlesinger, Henry 
Whelen, New York City. Messrs. Hewitt, Macy, Rand, Schles- 
inger and Whelen are new directors replacing D. W. C. Ste- 

— E. T. Hayes, J. A. Randall, b. 6. Edgerton and E. P. 

eeler. 


—At the election for directors of the Pennsylvania Railroad 
Company held in Philadelphia, Pa., March 25, the following 
board of directors was chosen: J. Edgar Thompson, Wistar 
Morris, Samuel T. Bodine, Josiah Bacon, Edward C. Knight 
John M. Kennedy, John Rice, Alexander J. no gry Samue. 
M. Felton, Lege og John Scott, Pittsburgh. At a subse- 
quent meeting of the board of directors, J. Edgar Thompson, 
was chosen President; Thomas A. Scott and George B. Rob- 
erts, Vice-Presidents ; Edmund Smith, Treasurer; and Joseph 
Seeley, Secretary. The only change in the officers is the ap- 
pointment of Edmund Smith Treasurer, in place of Major 
Thomas T. Firth, whose retirement, owing to increasing age 
and infirmities, has already been noticed. 


—Under the new on ne gy of the Pennsylvania Railroad, 
Mr. Theodore A. Stecher is General Passenger Agent for the 
Pennsylvania Division, Mr. H. J. Fillman is General Passenger 
Agent for the New Jersey Division, and Mr. J. W. Gore, Gen- 


eral Passenger Agent for the Philadelphia & Erie Division. 


—At the annual meeting of the Indianapolis & St. Louis 
Railroad Company at ey some March 26, the old board of 
directors was re-elected, as follows: Thomas A. Scott, Philadel- 

hia, Pa. ; J. N. McCullough, Thomas D. Messier, Pittsburgh, 

'a.; Oscar Townsend, H. B. Hurlburt, Cleveland, 0.; E. W. 
Woodward, Indianapolis, Ind. At a subsequent meeting of the 
directors, E. W. Woodward was elected President ; 8S. W. Wood- 
ward, General Superintendent, and A.C. McDowell, Auditor. 
The only change made is in the appointment of Mr. Woodward 
as General Superintendent, in place of O. S. Pease, who re- 
rigned a short time since. 

—At a meeting of the board of directors of the People’s 
Narrow-Guage Railroad, at Blairstown, Ia., March 20, the fol- 
lowing gentlemen were chosen directors to fill the vacancies ex- 
isting : ee aud Scott Counties, C. C. Cook, General 8. 
Shaw and H. H. Andressen; Muscatine County, F. Bacon Wil- 
ton; Cedar County, J. M. May; Johnson County, Chas. Pratt; 
Linn County, Samuel Dice; Benton County, C. C. Larue; Grun- 
dy County, C. A. Clarkson; Hardin County, J. L. Estes. C.C. 
Cook, of Davenport, Ia., was elected Vice-President of the com- 
pavy, and J. L, Estes, of Iowa Falls, was made Chief Engineer. 

—Mr. F. M. Mahan, of Memphis, Tenn., has been chosen 
President of the White River Valley & Texas Railroad Com- 
pany. 

—The second annual wersyi the Passenger Conductors’ 
Life Insurance Company of the United States was held in Phil- 
adelphia, March 26. The following officers were chosen : Presi- 





dent, W. 8. Sears, of the Lake Shore & Michi, 

Railroad; Vice Presidents, W. A. Regan, A. L. 

West ; Secretary, ‘I’. 8. Leisenring ; Directors, A. F. Rightmeyer, 

George W. Zeigler, W. H. Lummis, J. P. Dukehar, Samuel 

ey Wm. R. King, Thomas A. Robinson, J. Speakman, 
. L. Brown. 


—The Duluth, St. Cloud & Yankton Railroad Company has 
been organized by the election of the following board of direct- 
ors: H. C. Burbank, L. A. Evans, St. Cloud, Minn. ; A. De 
Graff, St. Paul, Minn, ; W. G. Ward, Waseca, Minn. ; W. Green- 
leaf, Litchfield, Minn. ; J. W. Blake, Marshall, Minn. ; T. F. 
Kouappin, Brainerd, Minn.; J. 8. G. Honor, Redwood Falls, 
Minn. ‘The board elected L. A. Evans, President ; J. 8. G. 
Honor, Vice President; H. C. Burbank, Secretary and Treas- 
urer, and W. G. Ward, Chief Engineer. 


—The newly elected board of directors of the New York & 
Oswego Midland Railroad Company has chosen the following 
officers for the ensuing year: ae D. C. Littlejohn; 
Vice-President, D. E. Culver ; Treasurer, John R. Clarke ; Sec- 
retary, Theodore Houston ; Chief Engineer, H. B. Gilbert; At- 
torney, David L. Follett. Executive Commuittee—D. C. Little- 
john, Delos E. Culver, A. T. Rand, John R. Clarke, Cheney 
Ames, H. R. Low, Josiah Macy, Jr. Finance Committee—D. 
C. Littlejohn, A. 8. Hewitt, B. Schlesinger, Henry Whelen, H. 
R. Low. The only change made is the choice of John R. Clarke 
to succeed the late Walter L. Conkey as Treasurer. 

—At a meeting of the stockholders of the Great Southern 
Railroad Company at Jacksonville, Fla., March 24, the following 
directurs were elected for the ensuing year: IT. W. Osborn, A. 
C. Osborn, M. L. Stearns, 8. Conant, M. H. Alberger, L. Gold- 

s. At a meeting of the newly elected 


Southern 
en and Wm. 


stone and W. L. Wood: 
directors ‘cea? held, the following officers were chosen : 
President, T. W. Osborn; Vice-President, Sherman Conant; 
Treasurer, A. C. Osborn; Seccetary and General Superintend- 
eut, M. H. Alberger. 


—The officers of the Lewiston & Queenston Suspension Bridge 
Company, formed by the consvlidauon of the Lewiston Bridge 
Company and the Queenston Bridge Company, are as follows: 
President, Col. W. McGivern, Hamilton, Ont. ; Vice-President, 
L. K. Scoville, Lewiston, N. Y.; Secretary, J.C. Mewburn, Ham- 
ilton, Ont. ; Treasurer, Charles Robinson, ‘Toronto, Out. ; Chief 
Engineer, ‘Thomas M. Griffith, Lewistov, N 


—The Vincennes, Petersburg & Owensboro Railway Compa- 
ny, of Indiana, has been organized by the choice of the follow- 
ing board of directors: Thomas R. Cobb, W. F. Malott, James 
C. Rudd, Alfred Patton, L. L. Watson, H. A. Foulks, Laz. No- 
ble, + H | eoey z= Ww. yo a2 board elected L. L. Wat- 
son, President : atton, Vice-President ; L. Noble, Secre 
and H. A. Foulks, Treasurer. 2 — 


—Mr. James C. Barker, of Quincy, Ill., late Road Mast 
the Quincy, Alton & St. Louis road, has been appointed t Super 
intendent of Construction on the Northern Pacitic Railroad. 


—Mr. F. J. Calhoun, of Philadelphia, has bee 
Superintendent of the Alabama & Onatemncngs or gece 


—The officers of the Wilmington & Western Railroad Com- 
pany, elected at the annual meeting, January 13, are as follows: 

resident, Joshua T. Heald ; Secretary and Treasurer, William 
H. ConneR, by ye: Del.; directors, Joshua T. Heald, J. 
Hi. Jackson, G. G. Lobdell, W. H. Swift, R. E. Rovinson, Wil- 
mington, Del.; Alan Wood, W. E. Garrett, Philadelphia, Pa.; 
W. ha eae Green Bauk, Del.; George Springer, Hock- 
essin, Del. 


—Mr. E. D. Worcester has been chosen President of th 
Dunkirk, ry! Valley & Pittsburgh Railroad Company, > 


ace of J.O. Smith, Mr. W..M. Lester h 
=: r has been appointed 


—Mr. Charles Merriam has been appointed Secretary and 
Treasurer of the Detroit, Lansing & Lake Michigan Railroad 
Company, in place of G. L. Pratt, Seccesed. 


—The directors of the Arkansas Central Railway Company 
have chosen A. H. Johnson, President, in place of 8. W. Dorsey; 
George H. Bristol, Superintendent, in Say of James E. Gregg; 
C. C. Waters, Secretary, in place of J. M. Peck; J. A. Tappan, 
Chief Engineer, in placeof A. W. Wright; and L. ©. Gregg, 
General Freight and Ticket Agent. 

—Mr. Charles Merriam has been appointed Treasurer of ithe 


Atchison & Nebraska Railroad Company, in place of G. L. Pratt, 
deceased. 


—Mr. J. H. Marshall, late Local Agent of the Burlingto: = 
dar a a: Minnesota Railroad at Sedat ~— + a Tes 
appoin Jashier of the Kansas City, St. h i 
Bluffs Railroad Company. “s oo —— 


—Mr, M. E. Crofoot is President; E. B. Comstock, Treasur- 
er; C.F. Kimball, Secretary ; M. S. Hadley, General’ Superin- 
tendent ; and. N. Boardman, Chief Engineer, of the St. Clair 
& Chicago Air Line Company. 


—Mr. J. Marsh has been appointed Secretary and Treasu 
of the Port Whitby and Port Perry (Canada) Railway Gempeny. 

—Mr. CO. F. Spaulding, late General Agent of the V 
Division of the Portland & Ogdensburg Rearend, hes Seen toe 


— General Freight and ‘Ticket Agent of the New London 
orthern Railroad. 


—Mr. W. H. Bryant has been appointed General Agent 
the Vermont Division of the Portland & Ogdensburg Ra: ty , 


—Mr. A. 8. Kinsey has been appointed Master of Machin 
on the Pittsburgh, Washington & Baltimore road, in place of 
W. H. Harrison, resigned. Mr. Cuarles A. Chipley has been 
appointed Assistant General Freight Agent. 


_—Mr. W. H. Davison has been appointed Secreta d As- 
sistant Superintendent of the Fondinsis & Louisville 1 Railroad 
in place of W. A. Richardson, resigned. ‘ 


—Mr. R. D. Carpenter has been appointed General Freight 
Agent and Mr. E. P. Shute General Ticket Agent of the New 
eg Mobile & Texas Railroad Company, in place of N. C. 
Jones, formerly General Freight and Ticket Agent, who has 
resigned. 

—Mr. W. P. Robinson has been appointed Genera! Freight 


Agent of the Missouri, Kansas & T : : 
D- Mirick. : as & Texas Railway in place of H. 


—Mr. Frederick Gerker has been appointed Secreta: d 
C. H. Platt, Superintendent of the Kent Count; Railroad, i 
place of J. pr. ichards, who held the offices of Beoretary, En- 
gineer, and Superintendent. 


—The officers of tne Atlantic, Gulf & West India Transit Com- 
pany, which now owns the Florida Railroad (Fernandina to 

edar Keys) are as follows : President, G. N. Dickerson, New 
York ; Vice-President, D. L. Yulee, Fernandina, Fla.; General 
Superintendent, R. H. G. Minty, Fernandina ; Assistant Super- 
intendent, D. E. Maxwell, Fernandina ; Secretary and Treas- 
urer, J. Hedges, Fernandina ; Auditor, A. O. McDonnell, Fer- 
nandina. 

_—At a meeting of the stockholders of the Lake Erie = 
ville & Southwestern mee Company, at Evansville Tow 
March 27, the following board of Geeies was chosen for the 
ensuing year: "4° H. Ellery, H. D. Faulkner, George W. 
Quintard, G. T. M. Davis, Madison M. Caleb, T. H. Mason, New 
York; R. Pattison, John H. Blish, Seymour, Ind.; M. Henning 
Evansville, Ind.; Wiil Cumback, Greensburg. Ind. ; A. Haines, 
Sr., Easton, O.; W. H. H. Dye, Troy 0.; J. N. McBeth, Belie- 
fontaine, O. ; James A. Coe, Boston 8. The directors sub- 
sequently met and elected the following officers : George H. 
i New York, President ; Robert Pattison of Seymour, 
Ind., Vice President; W. Hart Smith, of New York, Treasurer ; 
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William F. Ward, of New York, Secretary; William 8S. Ford, of 
Evansville, Assistant Secretary, Executive Committee, G. H. 
Bulery, M. M. Caleb, T. H. Masun, J. A. Coe. 

—Mr. William Maxwell has been appoiuted Master of Trans- 
portation on the Texas & Pacific Railroad, with office at Jeffer- 
son, Texas. 

—Mr. W. K. Goodrich has been appointed Secretary and Au- 
ditor of the IUinois, Missouri & ‘Texas Railroad Company. 

—The board of directors of the Junction City & Fort Kearne 
Railroad Company met at Junction City, Kan., March 26, an 
elected the following officers for the ensuing year: B. W. 
Lewis, Jr., President; W. W. Forbes, Vice-President; C. B. 
Lamborn, Secretary and Treasurer, and Lb. 8. Bowen, Chiet 
Engineer. 

—Mr. W. S. Alexander has been appointed General Freight 
Agent of the Northern Pacitic Railroad. Mr. Alexander has for 
some time held a similar position on the Burlington, Cedar 
Rapids & Minnesota road. 

—Mr. Charles Merriam has been appointed Secretary and 
Treasurer of the Kansas City, St. Joseph & Council Bluffs, the 
Leavenworth, Lawrence & Galveston and the Missouri River, 
Fort Scott & Guif railroad companies, in place of R. 8S. Watson, 
resigned. 

—Mr. W. Beckwith has been appointed Superintendent of 
Track and Bridges for the Chicago, Burlington & Quiacy Rail- 
road and its leased lines. 








PERSONAL. 





—Mr. James Ganau, Assistant Chief Engineer of the Muske- 
gon & Big Rapids Railroad, died of paralysis at Big Rapids, 
Mich., March 24. 

—Mr. A. A. Perkins, Superintendent of the New Hampshire 
Division of the Eastern Railroad, has returned from Florida 
much improved in health, and will resume charge of the road 
May 1. 

—Mr. Thomas Desmond, formerly Assistant Superintendent 
of the Pennsylvania & New York Railroad, died recently. 

—Mr. E. Marean has resigned his position as Train Dis- 
patcher at Heboken, N. J.,on the Morris & Essex Division of 
the Delaware, Lackawanna & Western Railroad, to accept a 
position on the Baltimore & Ohio. Before leaving Hovoken 
the conductors on the division presented to Mr. Marean a 
heavy gold chain and seal, and a watch and chain to his 
wife. 








TRAFFIC AND EARNINGS. 


—The earnings of the Union Pacific Railroad for the month of 
February were as follows : 











1873. 1872. 
p ER gre ers Seem ner eee $491.783 55 $534,115 09 
BXPc DBEB......cccccccces WOedeee eons rages 289,265 22 392,354 05 
be eer mer $22,517 33 $141,761 04 


Decrease in gross earnings $42,331.54, or7{ per cent. Increase 
in net earnings $60,756.29, or 42j per cent. ¥ 

For the first two months of the year the statement is as 
follows : 





1873. 1872. 
IR is Fi snk chins -sascsn! Scncsicces $1,015,758 41 $808,051 17 
BEXPOMBES, .... 2. cccccccccccccccccscccces 640,833 42 772,095 81 
pe re ary $374,924 99 $35,955 36 


Increase in gross earnings, $207,707.24, or 253 percent. In- 
crease in net earnings, $338,969.63, or 9414 per cent. 

—tThe earnings of the St. Louis & Southeastern Railway (con- 
solidated) for the third week in March were $24,954.50. The 
earnings of the St. Louis Division for the same week were : 1873, 
$14,181.92 ; 1872, $11,829.67 ; increase, $2,352.25, or 195 per cent. 

—The earnings of the Kansas Pacific Railway for the third 
week in March were: from passengers, $28,563.20; freight, 
$45,373 98; mails, $2,055.31; totai, $75,992.49. Of this amount, 
$3,163.87 was for the transportation of troops, mails and gov- 
ernment freight. 

—The earnings of the Charlotte, Columbia & Augusta Rail- 
road for the month of January, 1873, were $89,518.89, or $459 
per mile. The expenses for the month were $31,013.77, and the 
net earnings, $58,505.12. The gross earnings, it is stated, show 
an increase over January, 1872, of 53 per cent. 

—The earnings of the Erie Railway for the week ending March 
22 were : 1873, $339,798 ; 1872, $337,483; increase, $2,315, or 
Utd per cent. 


CHICAGO RAILROAD NEWS. 
Chicago & Northwestern. 


Pians are being drawn for a new office building for the com- 
pany, to be constructed in the North Division, on the south 
side of Kinzie street, between Franklin and Market, with a 
front of about 165 feet on Kinzie and a depth of about 65 feet. 
It is to be a plain brick with stone trimmings, three stories 
high, with a light basement. It is intended to begin this 
building this spring and complete it before the end of the 
season, 

The ‘company has contracted with the Grant 
Locomotive Works for twenty-tive new locomotives, and 
with Wells, French & Co., of Chicago, for 200 freight 
cars. The company has entered the Red Line 
‘Cransit Company (whose cars run by the Lake Shore, New 
York Central, Boston & Albany, etc., from Chicago eastward), 
and will provide 300 cars for this route, which are under con- 
struction at Buffalo. At its Fond du Lac shops the company is 
constructing 700 new ore cars for the Peninsula Division, and 
also one coach and one mail car monthly. The car shop at 
Chicago and that at Clinton, Iowa, are constructing coaches. 
The new buildings and enormous shops, and this great amount 
of rolling stock show that expenditures for new construction 
must coutinue large, though there may not be much new road 
constructed for. the next year. 


Chicago & Alton. 


From the first of January, 1873, up to and including the first 
three weeks ingMarch, the earnings of this company have been 
$1,071,962.33, against $986,067.72 for the similar period in 1872— 
a gain of $85,894.61 for the present year. Of this gain $40,654.- 
33 accrued in the first three weeks in March. The road has 
apparently got by the worst and most trying period since the 
great fire. As soon as navigation opens it will have no more 
trouble for want ot storage accommodations. 


The Lake Front. 


It is generally believed now that the Lake Front bill, which 
was a four years ago by the General Assembly of Illinois, 
will be repealed at this session. This repealing bill has already 
passed the House by a very large majority. ‘The three railroad 
companies interested have not settled as to what rights it will 
leave them in the land in question. 


Michigan Central. 


This ry has resumed the work of double-tracking that 

rtion of the road west of Niles and between Ypsilanti and 

ayne. The grading was done last year and the ties put in. 
All that is necessary to complete the work is the laying of steel 
rails a little distance, 











ANNUAL REPORTS. 


Vermont & Massachusetts. 


This company owns a line we st from Fitchburg, Mass.,to Grout’s 
Corners and thence north to Brattleboro, Vt., 69.31 miles, with 
a branch from Grout’s Corners to Greenfield, 8 miles, and a 
branch from Greenfield to Turner’s Falls, 2.80 miles. ‘The com- 
pany leases the Troy & Greenfield road, from Greenfield to the 
Hoosac Tunnel, 30 miles. The section of the main line from 
Grout’s Corners to Brattleboro, 21 miles, is leased to the hut- 
land Railroad Company, making the total length of road oper: 
ated by the Vermont & Massachusetts Company 89.11 mules. 
The line from Fitchburg to Grout’s Corners, with the Greenfield 
Branch and the Troy & Greenfield road, forms aline from Fitch- 
burg west tothe Hoosac Tunnel, 86 miles long. That portion 
of the track from Fitchburg to South Ashburnham, 10} miles, 
is used by the Cheshire Railroad. 

The operations for the year ending September 30, 1872, were 
as follows : 
Receipts from— 


EEE Re ee a ETS ET IPT rT $190,503 93 
Satis int akisiinn«.chacbaide® ke: oninkadaumce eens .. 249,234 70 











Rent from Ratland Railroad Company.... ..........0.. 42,000 00 
Rent from Cheshire Railroad Company for joint use of 

irack, Fitchourg to South Ashburnham, and use of en- 

SiN MOU GOOUN, G80... okccccscccccacss. ac aca aece 51,000 00 
ta ncctavkssaiea- ChccebaeSSs sdacteduccdeeuepicd mein’ 9,828 86 
MN ots a cKcaSanaeen Seba Serankadasinudsscnusseeceee cgnes 6 825 0.) 
Reuts, tolls and miscellaneous .........20...ceceseceecees 7.804 09 

Groes receipts... .cccscccccaceces Sie Niarngle cabal $557,196 58 

Expenses— 

Maintenance of road, including repairs of 

bridges, buildings, fences, new iron, etc... .$122,216 17 
Repairs of locomotives. ............6 ..eeeees IT9IL 38 
ROC renee 39,54 36 
I ME i o6, 00:s encsnses “Ssaeeas 3412 23 
Passenger department... ......0.cscccesscces 33,186 42 
ee 41,5333 
Switchmen and watchmen............ .. ... W221 2) 
WOMEN ciecckscececcsc weadecescacs 49,415 44 
Rent to Connecticut River Railroad Company 2,475 00 
eee errr dietcuce See a 
‘Taxes and insurance 24.937 34 
OEE errr ‘re 9,050 00 
tent of Troy & Greenfield road........ ...... 15,00 + OU 
IPI 555 iicawans ace 6b00sececbenes 17,491 65 

— $387,673 93 

Net earnings........ Map ibawkd tebe neseinaee .. -§ 169,522 65 
Balance of interest account............. secceesees 55,644 27 
RR OUR isn casiceneans’ cam ee Ee 113,878 38 


Of the gross carnings $50,561.94 were derived from the Troy 
& Greentield road, and $25,387.06 from the Turner's 
Falls Branch. As compared with the previous year there 
is a decrease of $5,041.50, or 03 per cent. in gross earnings; a 
decrease of $11,598.46, or 2 per cent., in expenses, and an in- 
crease of $6,556.96, or 4 per cent,, in net earnings. The de- 
crease in passenger earnings is $5,400, in freight about $5,400 
and in othe: items $1,200, which is partly offset by an increase 
in the rent = by the Rutland Company of $7,000. The ex- 
penses, including rent of Troy & Greenfield road, were 69} 
per cent. of receipts. The gross receipts, excluding the rent 
paid by the Rutland Company, were at the rate of $5,789 

r mile of road worked. 

The total cost of road and equipment is reported as $3,514 « 
pinky The capital stock is $2,860,000 and the funded debr 
$900,000. 


Pennsylvania & New York. 


The railroad of this company is practically an extension of 
the Lehigh Valley road, and extends from Wiikesbarre, Pa., to 
Waverley, on the Erie Railway, 104.55 miles, with several short 
coal branches and connections, 1n all 8.90 miles, making a total 
of 113.45 miles owned. Tie Sullivan & Erie road, from Towanda 
to the coal mines of Sullivan County, Pa., 29.25 miles, is oper- 
ated under lease, making a total of 142.70 miles operated. 

: a earnings for the year ending November 30, 1872, were as 
ollows : 








$183,052 

399.477 

999,053 

25,629 

2,305 

1,076 

TE wha: ap as capndadennesncsesssenccunnocbecubekeibes $1,611,092 
RN III nn aséscondnnesscnsiuntan sear $1,199,574 

PI Luka natnadkennecectweasiekexsanesseelceek 35,064— 1,234,638 

PORN 4h cacnb,.":- Sb aca phsd cans oe beateenenadbessebwaee $376.454 

oh cikinnesocdbsudnnsaeeins« sdsnenemecks<enn 200,206 

DI cca = Aan an pan ialenc om Gotan cine ee daolanaadiass $176,243 


The increase in gross earnings over the preceding year was 
$339,866, or 263 per cent., and in net earnings, $77,914, or 233 
per cent. The operating expenses were 76§ per cent. of gross 
earnings, and the gross earnings were at the rate of $11,266 

er mile. 

. Trains carried during the year 190,309 passengers, 215,124 
tons of freight and 917,492 tons of coal, of which 580,937 tons 
were anthracite and 336,555 tons bituminous. Of the coal, 
552,937 tons were delivered to the Erie Railway, 142,363 tons to 
the Southern Central and 90,799 tons to the Ithaca & Athens. 
The tonnage of anthracite coal has been restricted by the want 
of an adequate and regular supply of cars on the Erie at 
Waverley. 

A third rail is laid on the Erie from Waverley to Elmira, 16 
miles, to accommodate the narrow-gauge cars of this company. 
The canal belonging to the page pd is almost completely in 
disuse, and the company has obtained permission from the 
Pennsylvania Legislature to abandon it entirely. 

The equipment consists of 18 locomotives, 2 passenger, 131 
box, 50 stock, 207 gondola, 781 coal, 31 gravel, 18 caboose and 2 
derrick cars. Nearly all the passenger and a large part of the 
freight and coal business is carried in cars of the Lehigh Valley 
road, 

The capital stock consists of $1,061,700 common stock, 
$2,000,000 preferred stock. The funded debt amounts to $3,000,- 
000, on which the interest is 7 per cent. 


Marietta & Cincinnati. 


This company owns a line from Cincinnati to Marietta, Ohio, 
198 miles, with branches from Blanchester to Hillsboro, 21 
miles, from Hamden to Portsmouth, 56 miles, and from Scott’s 
Landing to Belpre, 9 miles, a total of 284 miles of road. 

The earn:ngs for the year 1872 were as follows: 

IN oan co 350a5s candhnccadpocakensaxeceiaGaes e. $804,926 79 
Freight, through............ «+. e 604,640 42 
Passengers, local oe 2° -. 839,163 50 
PNG I 66 a0 Scewnisccedetabs.vceesdbecesssbee 144,964 22 








Mail, express, telegraph, etc 135,464 72 
Potal CAEMINGS. «0000006 000000006  -sbccsecseners. $2,020,164 65 
Operating expenses (7934 per cent.)..........006 « 1,618,713 06 
CT ES ee ere te He ar ayers $410,451 59 


As compared with the previous year, the gross earnings 
show an increase of $338,196 99, or 20 per cent., the expenses 
an increase of $137,8u0 26, or 9ys per cent., and the net earnings 
an increase of $200,396.73, or 954 per cent. The increase in 
local freight was 7] per cent.; in through freight, 554 per cent.; 
in through passenger receipts, 7{ per cent., and in miscellane- 





ous, 633 per cent. There was a decrease of 4 per cent. in local 


passenger receipts. A considerable reduction was made in the 
jocal passenger tariff in June, since which the number of pas- 
sengers has largely increased. though the receipts show a 
_ decrease, The earnings were at the rate of $7,145 per 
mile. 

The work of arching the tunnels on the line has been pushed 
forward, and a large amount has been expended for ballasting 
and general repair of the road-bed. Some 8,830 tons of new 
— a large number of new ties have been put in the 
rack. 

The Cincinnati & Baltimore road was completed June 1, 
1872, as a single track road. In consequence of the largely in- 
creased business of the Marietta & Cincinnati and that of the 
Cincinnati & Springfield, it has been determined to builda 
second track. This will be completed in July, 1873, when the 
rent from the Cincinnati & Springfield Company will be in- 
creased to $40,000. The capital stock of tne Cincinnati & 
Baltimore Company has been increased to $800,000. Of its 
bonds, $314,000 bave been soid, leaving $186,000 still to be dis- 
posed of. In addition to a subscription of $396,000, the Mari- 
etta & Cincinnati Company bas advanced to this company 
$230,741.09, which is to be repaid from proceeds of sales of 
stock and bonds. 

The surveys of the Bal imore Short Line have been com- 
pleted, the line located, contracts let and the work is being 
pushed forward. It is expected that this line will be completec 
early in 1874. It will lesson the distance from Cincinnati to 
Parkersburg 10 miles. The Marietta & Cincinnati Company 
has — $50,000 to the stock and has advanced $37,495.59 
in cash, 

The floating debt now amounts to about $2,250,000. It is 
proposed to fund this bya fourth mortgage for $4,000,000, 
using the surplus for additional equipment, new side tracks, 
straightening the line, reducing the grades, subscriptions to 
Baltimore Short Line, new bridges, etc. It is believed that the 
business is increasing, so that it will be practicable for the com- 
ad to pay the interest on this increased debt without diffi- 
culty, 

Kansas Pacific, 

The returns of the traffic department of the Kansas Pacific 
Railway Company are as follows : 

Earnings from Gen- 





eral Business: 1872. 1871. Increase. Decrease, 
a $2,197,149 21 $1,825.183 47 $371,960 74 ........ 
Passengera ee. 1,984,197 51 1,148,645 94 35,551 57 ........ 
Miecellaneous....... 89,853 90 46,480 17 43,373 73 ........ 





$3,471,200 62 $3,020,314 58 $450,886 04 
Earnings from Gov- 
ernment Business. 252,512 56 292.203 25 








Total earnings .....$3.724,713 18 $3.312.517 83 $411,195 35 
Total expenses ..... 2,229,265 77 2,302,589 95 





Net earnings ....... $1,494,447 41 $1,009,927 67 $181,519 54... 
Proportion of operating expenses to gross earninys.. .59.87 per cent, 
Increase of earnings, 1872, including Gov’t business ..12.4 per cent. 
Increase of earnings, 1872, from ordinary business....149 per ceaot. 


Increase of net earnings, 1872.........cccccccceccceoes 47.9 per cent. 
Gross earnings per mile of road operated, 1872.... ........$5,533 01 
Gross earnings per mile of road operated, 1871............. 4,922 02 

Dirt t sss bebessesbesiiiens thir ccsechaeetecer ten $610 99 
Tons of freight transported, 1872...............cececee eee es 348.966 
Tone Of TICiIMNe ramsporee, IGT) 0... .cccccccccecsccccvccccses 277.168 

RRNGRES CID OOF COOL.) iovs'scccccess cxecerdscsorcsecne T1798 
Cattle transported, 1872 ................. 8,157 cars, or 163,140 head 
Cattle transported, 1871.................. 7,667 care, or 153,340 head 

Increase (6.4 per cent.)........ .... 490 care,or 9,800 head 


The growth in the cattle traffic, considering the increase in 
competition by the completion of new routes, is or en- 
couraging. The net earnings were at the rate of $2,220 per 
mile worked. 








OLD AND NEW ROADS. 
Ohicago, Burlington & Quincy. 


Since the annual report of this company was issued, covering 
the operations of the road up to the first of January, 350 tons 
of steel rails have been received, which is being substituted 
for the worn-out iron rail; and 600 tons more are on the way 
to Chicago, from Europe. By the end of this season the new 
line will be pretty well equipped with steel rail. The company 
is not planning any extensions for the present year. The hos- 
tility shown toward railroads by the Western farmers acts as a 
discouragement to the projection of new lines, or the exten- 
sion of old ones. 


Androscoggin & Oxford. . 

Preliminary surveys have been made for this road from Lew- 
iston, Me., northwest to Lake Umbagog, a distance of 71 miles. 
The estimated cost of the road and equipment is $1,562,000, or 
$22,000 per mile. The road will pass through a fine lumbering 
country. A 
Oairo & St. Louis. 

The track has been laid on this road to a point four miles 
from Sparta, Lll., and ten miles beyond Red Bud, the late ter- 
minus, making the whole length of track laid 48 miles. 

Iowa Pacific. 

The Dubuque (Ia.) Herald, of March 26, says: ‘‘ Yesterday 
Messrs. Maurice Brown and Geo. W. Mitchell, of this city, ob- 
tained an execution, issued by Judge Wilson at the February 
term of the District Court, to the Sheriff of Butler County, to 
sell the main line of the Iowa Pacific Railroad, together with its 
side tracks, crossings, depots, right of way, and all improve- 
— — to satisty a judgment and mechanies’ lien for 

41,578.16.” 


Keokuk & Kansas Oity. 


The Keokuk (Ia.) Gate City is informed that the grading on 
this road is completed from Macon, Mo., on the Hannibal & 
St. Joseph road, northeast about 35 miles to a point five miles 
from Edina. A small force is now at work on the grading, 
which is soon to be increased. 


Oregon & Oalifornia. 


At the bondholders’ meeting in Frankfort-on-the-Main, March 
5, @ paper was read by George Minoprio, giving the following 
history of the bonds : 

The loan was brought out in Frankfort in February, 1870. 
The company had a land grant at the rate of 12,800 acres per 
mile ofroad to be constructed. The mortgage was recorded 
April 15, 1870, F. D. Atherton and Milton S. Latham being the 
trustees. The mortgage is for $10,950,000 of bonds, to be issued 
at the rate of not more than $30,000 per mile of completed 
road. The lands are held as security for the bonds under a 
separate mortgage. A letter from Ben Holladay, the President, 
gave the gross earnings in November, 1871, as $61 000, and the 
working expenses $20,000. The remainder of the loan was 
thereupon taken up. In April, letters from Mr. Latham said 
that the continuation of the road was in doubt, and the net 
earnings were not sufficient for the interest payments. In the 
middle of May, 1872, in London, a conference ratified a contract 
with the Oregon Steamship Company, by which said company 
was to pay over its net receipts to Milton 8. Latham, the trus- 
tee of the bondholders, in consideration of a payment of 
$800,000. This contract is to hold until the $800,000 is paid 
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its net earnings, agtgennt, etc., have hitherto received no 
satisfactory answers. On the 20th of January, Latham wrote 
that the net earnings would not, into about $100,000, meet the 
April coupons; and that Holladay would not or could not 
_ for them. He, Mr. Latham, would have about $164,- 

0, which would be at the disposition of the bondholders. 

On the 26th of February Latham telegraphed that the gross 
receipts in January were $41,000, the working expenses and 
repairs $37,000. Continued rains and floods had damaged the 
track and equipment. The net earnings of the steamers in 
J many had been $10,000. Holladay would cover the April 
interest. 

Concerning the sale of the lands to the European & Oregon 
Land Company, the Committee found that all the lands which 
had been or would be the property of the company for con- 
structing its road were sold at the price of $1.25 an acre, pay- 
able in 1881. Patents for 1,536,000 acres had been issued at the 
close of 1872, and two-thirds as much more was duce. 

After debate, resolutions were adopted forming a Committee 
for the protection of the rights of the bondholders, with head- 

uarters at Frankfort-on-the-Main, consisting of six members, 
the Chairman being Heinrich Hohenemeer, Director of the Ger- 
man Union Bank, which Committee is authorized to take all le- 
gal measures for the enforcement of the claims of the bondhold- 
ers, negotiate with the company, and even proceed to fore- 
closure. 

The money for the interest was provided in good time, and 
paid promptly ; the fears of the bondholders are that the prop- 
erty will not earn its interest hereafter. 

Salem & Memphis. 

This company, which recently filed its articles of incorpora- 
tion with the Secretary of State of Missouri, purposes building 
a railroad from Salem, Mo., south to the Arkansas line in How- 
ell County, a distance of about 80 miles. The capital stock is 
to be $500,000. IE, F. Hynes, of West Plains, Mo., is President, 
and O. Von Kochtitzy, Secretary. 


New York & Oswego Midland—Montclair Division. 

The recently issued spring time table of this new road shows 
three passenger trains daily runving from Jersey v4 to Pomp- 
ton Junction, 284 miles; three trains from Jersey City to Mont- 
clair, 124 miles, and two local trains from Mountain View (the 
crossing of the Boonton Branch of the Morris & Exsex) tu 
Monk’s, the northern terminus of the road, 16 miles. The pas- 
senger business of the road is rapidly increasing, and it is be- 
lieved will continue to increase as the season opens. 


Lehigh & Eastern. 


The project of a railroad to carry coal direct from the mines 
of Pennsylvania to New England is > hogy agitated. Th» 

lan now proposed is fora railroad from Hazleton, Pa., to 
Raeedsbens, aud thence up the Delaware Valley to Port Jervis, 
where conuection could be made with the Erie, and over the 
tracks of that road and its Newburg Branch to the Hudson at 
Newburg. This project involves the completion of the Boston, 
Hartford & Erie to Fishkill and the construction of a bridge 
over the Hudson River, Itis also proposed to extend the Bel- 
videre Delaware road through the Water Gap to Stroudsburg, 
thereby making for the new line a connection with Philadel- 
phia. 


Toledo, Wabash & Western. 


A circular from the Vice-President’s office announces that 
after Apri! 1 the operations of the railroads owned and leased by 
this company will be separated into two departments. The 
‘iransportation Department will be in charge of the General 
Superintendent, and will include all movement of traius, station 
and telegraph service, and the repair of cars and locomotives. 
The Road Department will be under the charge of the Chief 
Engineer, and will include the care and maintenance of the 
tixed property of the company, road-bed, track, bridges, build- 
ings, ete. 


Lewiston & Queenston Suspension Bridge Oompany. 

This is the name of the company formed by the consolida- 
tion of the two companies which purposed building suspension 
bridges over the Niagara River. The bridge which the com- 
pany now intends to build will be of about 650 feet span and 
will have three decks or floors, the upper for a railroad, the 
middle for a footway and the lower for a varriage-way. The 
railway will be about 100 feet above the river. ‘The bridge is 

rincipally intended for the use of the Lake Ontario Shore 
Railroad. The Great Western will build a branch to the bridge 
from Thorold or St. Catharine’s. The company expects to 
begin work on the bridge in May and to complete it-in about 
two years. The capital of the company is $1,400,000. 


Pittsburgh, Cincinnati & St. Louis. 

At the annual meeting of this company at Steubenville, O., 
recently, the stockholders voted to ratify the lease of the Cin- 
cinnati & Muskingum Valley Railroad, as agreed upon by the 
directors of the company. 


East Broad Top. 

‘ The contract for the grading of this road from Orbisonia, 
Pa , southwest to East Broad Top, about 10 miles, has been let 
to B. J. McGrann & Co., of Lancaster, Pa. The contract for 
the bridging and trestle-work has been let to Coffrode & Co., of 
Philadelphia. The contract from Mount Union to Orbisonia 
was let last fall. 


Eastern Kentucky. . 

This company advertises for proposals for the graduation 
and masonry of 11} miles of railroad, from Grayson, Carter 
County, Ky., southward, The work is to be divided into sec- 
tions of about one mile and proposals will be received for any 
or all of the sections. Profiles and specifications can be seen at 
the company’s office, Riverton, Greenup County, Ky., after 
April 3, and proposals will be received at the same place until 
April 10. 

The road now extends from Riverton, Ky., on the Ohio River, 
south 23 miles to Grayson. 


Jeffersonville, Madison & Indianapolis. 

The President, Thomas A. Scott, announces that this com- 
pany’s second-mortgage bonds, maturing April 1, and then 
payable at the Bank of America, New York, will be redeemed in 
cash at that time, or, if the holders prefer, they may receive 
first-mortgage sinking-fund bonds, principal and interest guar- 
anteed, for the maturing bonds, at the rate of 95. The ex- 
change will be made bond for bond, and the difference of five 
dollars per hundred will be paid in cash at the time of making 
the exchange. 


St. Louis-& Southeastern. 

This company now has its car-hoister at work at Henderson, 
Ky., and is transferring the bodies of both freight and passen- 
ger cars from the standard-gauge trucks on which they arrive 
at Evansville and on ferries over the Ohio on the transfer boat 
to the 5-feet trucks on which they run between Henderson and 
Nashville, and on which they can be hanled over the whole 
system of Southern railroads. On the 30th of March Pullman 
sleeping cars began to make regular trips over the road be- 
tween St. Louis and Nashville. 


Broad Ford & Mount Pleasant. 

A few days since the Southwestern Pennsylvania Company, 
having completed its road to Foudtaim Mills, a station on the 
Broad Ford & Mount Pleasant Railroad, which is leased by the 
Pittsburgh, Washington & Baltimore Company, attempted to 
make a connection with that road, but was prevented. March 
27, & large force of men was gent down from the Pennsylvania 


Railroad, which pene soy A controls the Sonthwestern, and the 
connection was made and the switch connecting the Broad 
Ford & Mount Pleasant with the Pittsburgh, Washington & 
Baltimoreroad at Broad Ford taken up. There was much ex- 
citement and fears of a riot, which, however, did not take place. 

The directors of the Broad Ford & Mount Pleasant Com- 

any have since declared that the Pittsburgh, Washington & 

timore Company have forfeited the lease by not fulfillin 

the conditions. They have resumed possession of their road, 
and the trains of the Southwestern Pennsylvania Company 
run overit. The road is about 10 miles long. 


Junction City & Fort Kearney. 

This railroad has been completed from its junction with the 
Kansas Pacific at Junction City (138 miles west of Kansas City) 
northwestward 33 miles, along the Republican River, to Clay 
Center, Kan., and it was opened for business February 12. 1t 
is leased and worked by the Kansas Pacific Company. 


New York & Harlem. 

The directors of this company have agreed to lease to the 
New York Central & Hudson River Company the road and all 
the real estate north of Forty-second street, New York, includ- 
ing the Grand Central Depot, for a term of 401 years. The 
lessees are to ay eight per cent. annually on the stock of the 
New York & Harlem Company and the interest on its bonds. 
The Harlem Company retaius possession of the Fourth Avenue 
street railroad and all the real estate below Forty-second street. 
The conditions agreed upon are the same as those previously 
reported. 


Boston & Maine. 

Until the final decision of the suit against the Maine Central, 
pag A we — will exchange freight in the Maine Central Yard 
in Portland. 


Penobscot Bay & River. 
The town of Stockton, Me., has voted to aid this road to the 
extent of five per cent. of its valuation. 


Lake Erie, Evansville & Southwestern. 

The President of this company, Mr. G. H. Ellery, reported at 
the recent annual meeting that the construction uf the road 
had progressed satisfactorily, notwithstanding the difficulty of 
negotiating bonds or obtaining money. It is expected that 
the first section of the road, from Evansville, Ind., northeast to- 
Boonville, 18 miles, will be opened about July 1. 


Indianapolis & Northwestern. 

This company, which recently filed its articles of association 
with the Secretary of State of Illinois, intends to construct a 
railroad from Strawn, Ill., on the Chicago & Paducah road, 
southeast through Hoopeston, on the Chicago, Danville & Vin- 
cennes, to the Indivn line, a distance of about 65 miles. The 
capital stock is to be $1,000,000. 


Indianapolis, Streator & Northwestern. 

This company, which recently filed its certificate of incor- 
poration with the Secretary of State of Illinois, intends to con- 
struct a railroad from Crawfordsville, Ind., northwest to 
Streator, Lll., a distance of about 125 miles. The capital stock 
is to be $1,000,000. 


Penusylvania—New YorksDivision. 

“Work on the first of the new shops west of the Hackensack 
River is so far advanced that the removal of the machinery 
from the old repair shop in Jersey City has commenced. The 
work of laying side tracks is progressing rapidiy, and about 
one-third of the wali of the large round-house is up. 

The rock cutting for the new line to the freight docks in Har- 
oo _— has made some progress on the east side of Ber- 
gen x 


The Proposed Detroit Bridge. . 

The Secretary of War has appointed Majs. G. K. Warren, T. 
B. Comstocly Godfrey Weitzel and W. E. Merrill, of the Engi- 
neer Corps, tu inquire into and report upon the practicability 
of bridging, consistently with the interests of navigation, the 
channel between Lakes Huron and Erie at such points as may 
be needed for passing railroad trains across the said channel. 


Dividends. 
The Atlantic & Pacific will pay the quarterly dividend of 1} 
r cent. which it has guaranteed on the stock of the Pacific of 
issouri, at its offices in St. Louis, and at No. 287 Broadway, 
New York, April 15, to stockholders of record April 1. 
The Chicago, Rock Island & Pacific makes a semi-annual 
— of 4 per cent., payable April 26. Transfer books close 
April 10. 


Bainbridge, Outhbert & Oolumbus. 

Colonel Gibbs, of Quincy, Fia., the purchaser of this road 
at the recent sale, having failed to make the payments re- 
quired, the road will be again sold May 5, at the court house 
of Decatur County, Ga. 


Oentral Improvement Company. 

Mr. 8. H. Maliory, who has resigned as Chief Engineer of the 
Burlington & Missouri River Railroad, for the purpose of engag- 
ing in contracting, for that purpose, has associated with him 
John Fitzgerald, of Plattsmouth, Neb. ; M. Flynn, Dea Moines, 
Iowa; Gen. D. Remick, of Pawnee City, Neb., and others, all 
prominent and successful railroad contractors, under the name 
and style of the ‘‘ Central Improvement Compauy.” The oflicers 
of the company areS. H. Mallory, President ; John ag wae 
Saperiatentient ; General D. Remick, Treasurer; J. D. Wright, 
Secretary. Capital subscribed, $500,000. This company are 
negotiating with the Cumberland & Ohio Railroad Company of 
Kentucky for the construction of its road from the Ohio River 
to Nashville, Tenn. 


Duluth, St. Cloud & Yankton. 


This company proposes building a railroad from Duluth, 
Minn., southwest through St. Cloud to some point near the- 
southwest corner of the State, a distance of about 300 miles. 
The capital stock is to be $5,000,000. 


Connecticut Central. 

Negotiations have been commenced for the use by this com- 
pany of the track of the Hartford, Providence & Fishkill road 
trom East Hartford across the bridge into the city of Hartford. 
The road is to be extended down the west side of the Connecti- 
cut to a junction with the New Haven, middletown & Williman- 
tic at Portiand, thus securing an outlet to New Haven. 


Lowell & Andover. 


The final surveys have been completed and the stockholders 
have authorized the board of directors to commence the con- 
struction of the road. The road is to exteud from Lowell, 
Mass., west about cight miles to a junction with the Boston & 
Maine near Ballardvale. 


Alabama & Uhattanooga. 
The conditions of the sale of this road, recently made, are 
stated as follows by a correspondent of the Montgomery (Ala.) 


ail : 

“The purchasers undertake to pay the State of Alabama 
$236,000 cash, whenever the Governor is authorized by the 
Legislature to make a good title to the property. They assume 
payment of the indorsed bonds and one miilion and a halt of 
straight bonds when they mature. They further undertake to 
pay the Georgia debt, amounting to $196,000, and the interest 
hereon in the future, as also the interest on all bonds above 
stated, half yearly, commencing on the first uf July, 1874. 





They acknowledge the lien of the State on the road whenever 
they shall make default in payment of interest for one term. 
They also assume the liability of what the receivers, under 
Judge Bradley's order, have expended on the railroad, amount- 
ing to, it is understood at present, upwards of three hundred 
thousand dollars.” 

The purchasers are interested in the New Orleans and North- 
eastern Railroad Company, which is constructing aline from 
New Orleans to Meridian. 


Vincennes, Petersburg & Owensboro. 

This company, which filed its articles of incorporation with 
the Secretary of State at Indianapolis, March 20, purposes 
building a railroad from Vincennes, Ind., a little east of south 
to a point on the Ohio River opposite Owensboro, Ky., a dis- 
tance of about 70 miles, The capital stock is to be $3,000,000. 4 
Meetings. 

_ The annual meeting and election of the Lake Shore and Mich- 
igan Southern Company will be held in Cleveland, May 7, be- 


tween ll a.m. aud 2p.m. Transfer books wiil be closed April 
5 and reopened May 8. 
Western North Oarolina, 
_ The Legisiature of North Carolina has passed a bill appoint- 
ing @ commission, to consist of the Governor and Mesers. M. 
E. Manly, G. Davis, W. L. Steele and J. H. Wilson, which 
shall have power to sell this road, and also to audit all claims 
against the road, floating debt, bonds, etc. The act also pro- 
vides that the purchasers of the road sball be incorporated 
into a company which shall have full power to operate and 
extend the road, or to consolidate with other companies, and 
shall succeed to all the rights of the original company. 

It does not appear, however, that the commissioners can do 
anything at present, as the ruad is in the hands of a receiver 


appointed by the United States Circuit Court. ‘The State owns 
two-thirds of the stock. 


Oincinnati Southern. 

Mr. W. A. Gunna, Chief Engineer, has Jmade a report of the 
surveys to the trustees. A number of lines have been run be- 
tween Cincinnati and Chattanooga. The longest of these is 
374 and the shortest 334 niles. The distance at the point of 
egg divergence between the most easterly route, by Coal 

reek, Tenn., and the most westerly, by Sparta, Tenn., is 75 


miles. The estimates of the cost of the different routes are not 
yet completed. 


Keosauqua North and South. 

This company proposes to build a railroad across Iowa from 
south to north, passing through Keosauqua. The road is ex- 
pected to be a section in a new line from St. Louis to St. Paul. 


Richmond & Danville, 


The United States Government has finally withdrawn the 
sit against this company to recover from it the Piedmont 
Railroad, from Danville, Va., to Greensboro, N. C., which was 
built during the war. It was claimed that this road was bailt 
by the Confederate Government, and consequently became the 
property of the United States after the dissolution of the Con- 
tederacy. The suit has been pending ever since the war, and 
the road was at oue time seized by the Government. The road 
Was & very important one to the Confederates, as by complet- 
ing the connection between the Danville and North Carolina 
roads, it completed an interior line from Richmond south 
which was comparatively safe from seizure or molestation by 
the United States troops. 


Costa Rica. 


Fourteen iron bridges for the Costa Rica Railroad are being 
built by the Watson Manufacturing Company at Paterson, N. J. 


Tie. 
Lhe exchange of the old bonds of the company for the new 
consolidated bonds has been suspended for the present. 


New Bedford & Tiverton. 


Steps are being taken to construct a railroad from New Bed- 
ford, Mass., west through Westport to Tiverton, R. L., on the 
Old Colony road, a distance of about 15 miles. This would 
make a direct liue from New Bedford to Newport. 

Exeter & Salisbury. 

The project for a railroad from Salisbury, Mass., on the East- 
ern road, northwest to Exeter, N. H., on the Boston & Maine, 
12 miles, has been revived. It is now proposed to extend it six 
miles farther, to Epping, on the Portsmouth Railroad. 


Wallkill Valley. 


It ia reported that work on the extension from Kingston, 
N. Y., to Saugerties will not be commenced unless Saugerties 
wiil extend some aid to the company. 


Peoria & Rock Island. 


When this rvad was built, the company obtained possession 
of a short road extending from Rock Islaud to Coal Valley, and 
owned by Mr. P. L. Cabie, of Rock Island. One of the condi- 
tions of the contract was that Mr. Cable should be allowed to 
transport a certain amount of coal over the road from Coal 
Valley to Rock Isiand at a nominal price, he furnishing his own 
rolling stock. Tuo Peoria & Rock Island Compauy alterward 
refused to carry out this part of the agreement, which practi- 
cally gave Mr. Cable a monopoly of the coal business, and the 
case Was curried to the courts. The Supreme Court of Illinois 
has just decided that the contract was vuid, so far as the trans- 
portation of coal was concerned, thus sustaining the company 
in its refusal. 


St. Paul, Stillwater & Taylor’s Falls. 

The District Court at St. Paul, Minn., has granted the appli- 
cation of this company for the condemuation of the land needed 
by it for the construction of its proposed extensive depot, 
freight-yards, etc. This depot is tobe used by the Chicago & 
Nos thwestern road. 


Indiana & Lilinois Central. 

Work on the bridge over the Wabash at Montezuma, Ind., has 
been resumed. Grading has also been commenced at Mon- 
tezuma. , ‘ 

Galveston, Harrisburg & San Antonio. 

‘Texas papers report that the contract for the extension of 
40 miles west from Columbus, ‘Tex., has been let, and that the 
contractors will shortly commence work. 


Portland, Bath & Sea Shore. 


At a meeting of the directors, held at Bath, Me., March 25, a 
committee was appointed to open books for subscriptions to 
the stock. ‘The report that the Maine Central Company had 
secured control of tiie company has been contradicted. 


St. Louis & St. Joseph. 

A decision has recently been made by Judge Krekel. in the 
United States District Court at Jefferson City, Mo., in the case 
rod this company in bankruptcy, which we find reported as fol- 
Ows : 

About three years ago, while the road, which runs from St. 
Jcseph to Lexington, Mo., 72 miles, was being constructed, the 
company became embarrassed and undertook to negotiate a 
loan in New York. In order to retain the control of the road, 
some ot the directors of the North Missouri Railroad Company, 
including Messrs. John R. Lionberger, James H. Britton and 
John D, Copelin, formed an outside corporation waich they 
styled the St. Louis Railroad Association, the object of which, 





as expressed in their articles of association, was ‘to complete 
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and own the St. Louis & St. Ji h Railroad Company.” Law- 
son was the President of the St. Louis & St. Joseph Railroad 
Company, and Turner was its Vice-President. But both of 
them, nevertheless, became members of the St. Louis Railroad 
Association, each owning $5,000 stock therein. 

The stock, however, did not stand in the names of Lawson 
and Turner, but was held for them in secret trust by other 
members of the Association. i 

The St. Louis Railroad Association advanced to the railroad 
company large sums of money, and subsequently the railroad 
company issued its bonds and a second mortgage to secure 
them, and delivered the same through Lawson and Turner to 
the St. Louis Railroad Association as security for the sume of 
money they had advanced. 

The railroad was finally thrown into bankruptcy and was sold 
under a decree of the District Court, subject to the first mort- 
gage,and the proceeds of sale,over $100,000, were paid into court. 

The assignee filed his bill in equity to have the second 
mortgage declared void, and to have the second mortgage and 
the bonds -lelivered into court to be cancelled. In his bill he 
charged that the second mortgage was not properly executed, 
thatthe seal of the corporation was not ey affixed, nor 
were the bonds and mortgage duly delivered; he further 
charged that the execution of the mortgage was intended to 
give a preference tothe St. Louis Railroad Association, who 
had reasonable cause to believe the same to be such, and that 
it was, therefore, void under the 35th section of the nationa! 
bankrupt act; and, finally, he charged that the mortgage, 
though on its face merely a mortgage, was, in fact, executed in 

ursuance of a fraudulent scheme, conceived by Lawson, 
Teese, and the St. Louis directors, to effect, in the end, a 
sale of the St. Louis & St. Joseph Railroad pn to the St. 
Louis Railroad Association, in which Lawson and Turner were 
secretly interested ; that the board of directors of the railroad 
company had only authority to continue the management of 
the railroad, aud had no authority to sell it, either directly or 
indirectly, through the medium of the mortgage, and that 
Lawson and Turner, being the President and Vice-President of 
the railroad company, and being interested, though under 
cover, in the St. Louis Railroad Association, were virtually exe- 
cuting the mortgage to themselves, and transferring the rail- 
road thereby from the stockholders to themselves. For all 
these alleged reasons the assignee prayed the court to declare 
the mortgage void. i 

In his opinion Judge Krekel, among other points, held that as 
to the execution of the mortgage it was in dus form. When 
the seal of a corporation is affixed to an instrument the law pre- 
sumes that it has been properly affixed, and that in the present 
instance the presumption raised by the law had not been re- 
butted. 

As to the morality of the transaction, the Judge decided that 
it was fraudulent in law. Lawson and Turner being the most 
prominent and mostinfluential members of the board of direc- 
tors of the railroad company, had no right to be interested in 
the St. Louis Railroad Association ; that the object of the St. 
Joseph Railroad Company as organized was to build and con- 
tinue to operate the road, and that the board of directors had 
no authority to sell the same ; that the mortgage was in fact in- 
tended as a part ofa transaction which was to be consummated 
bya sale, and that it was therefore void, especially as the sale 
would operate as a fraud on the stockholders and enure to the 
benefit of Lawson and Turner through their secret interest in 
the St. Louis Association. 

As to the validity of the mortgage as affected by the 35th sec- 
tion of the bankrupt act, the Judge held that it was valid, that 
it was not a preference under that act, and that if that were the 
only question, he should have to sustain the mortgage. 

As the case was affected by other considerations, however, 
he declared the mortgage void and ordered it to be cancelled. 
At the same time he allowed the claim to the amount of 
about $400,000, but held it was not secured by the lien of the 
mortgage. 

Cortland & Syracuse. 

This proposed road will run from Syracuse, N. Y., nearly due 
south through the Indian reservation to Tully, and thence 
parallel and near to the Syracuse, Binghamton & New York 
road, to a connection with the Utica, Ithaca & Elmira, about a 


= west of Cortland. The length of the road will be about 35 
mules. 


Pennsylvania & Sodus Bay. 

A meeting of the Executive Committee of the company was 
held in Seneca Falls, N. Y¥., recently, for the purpose of per- 
fecting a contract with Messrs. Smith, Colton & Co. for the 
completion of the road. It is stated that everything is in readi- 
ness for the prosecution of the work. The road is to extend 
from Spencer, N. Y., on the Ithaca & Athens road, north be- 
tween Seneca and Cayuga Lakes to Waterloo, on the Auburn Di- 
vision of the New York Central, a distance of 54 miles. 


Cleveland, Mount Vernon & Delaware. 

Tracklaying between Sunbury, the late terminus, and Colum- 
bus, O., is progressing well, and the company hopes to have its 
road completed to Columbus by May 1. The new shopsat 
Mount Vernon are nearly finished and will shortly be occupied. 
The main building is 300 feet long and two stories high, witha 
wing 200 feet long. There is alsoa blacksmith shop and a round- 
house. The shops at Akron will be discontinued. 


Port Huron & Bay Oity. 
Another effort is being made to organize a company to build 


a railroad between these two places. The distance is about 85 
miles. 


Augusta & Hawkinsville’ 

The proposed route of this road is from a point on the 
Georgia road west of Augusta, southwest through Sandersville 
and Dublin to Hawkinsville, a distance of about 115 miles. 
It is proposed to make it alight railroad. Itis said that the 
Georgia Railroad Company will furnish the iron and rolling 


stock, if the people on the line will grade, bridge and tie the 
road. 


Sandusky, Ashland & Tuscarawas Valley. 

This company, which filed its articles of incorporation with 
the Secretary of State of Ohio March 18, intends to build a rail- 
road from Sandusky, Ohio, southeast through Erie, Huron, 
Ashland, Holmes, Coshocton and Tuscarawas counties to New- 
comerstown, on tho Pittsburgh, Cincinnati & St. Louis road, a 
distance of about 109 miles. The capital stock is to be $200,000, 
and the corporators are G. B. Smith, James E. Chase, W. Stil- 
well, H. C. Breckenridge, D. C. Richmond, A. James Sterling, 
J. O. Jennings and R. D. Freer. 


Des Moines & Ames. 


A telegram from Des Moines says that this road is now ‘‘a 
fixed fact,” because ten capitalists of that city have agreed to 
complete it by July, 1874. Considerable work was done on the 
line, which extends nearly due north from Des Moines, some 


years ago, and now itis purposed to make a narrow-gauge road 
on the route. 


Valuation of Iowa Railroads. 


The Census Board of lowa has completed its valuation of the 
railroads in the State. The value per mile, for assessment 
purposes, is fixed as follows : Burlington, Cedar Rapids & Min- 
nesota, $3,800; Burlington & Missouri River, $9,800 ; Chicago, 
Rock Islan¢ & Pacific, and Washington Branch, $8,800 ; Bur- 
lington & Southwestern, $2,500; Chicago & Northwestern- 
$8,500 ; Chicago, Dubuque & Minnesota, $3,100 ; Davenport & 
St. Louis, $2,000 ; Des Valley, $4,000; Illinois Central, 


$4,300; Dubuque & Southwestern, $3,300; Iowa Midland, 
$38,300 ; Kansas City, St. Joseph & Council Bluffs, $8,000 ; Keo- 
kuk & St. Paul, $5,500 ; Milwaukee & St. Paul, $4,100; Sabula, 
Ackley & Dakota, $2,300; St. Louis & Cedar Rapids, $3,500 ; 
Sioux City & St. Paul, $2,500; Toledo & Northwestern, $2,500 ; 
Sioux City & Pacific, $3,000; Chicago, Clinton & Dubuque, 
$2,500 ; Missouri, Iowa & Nebraska. $2,500; Chicago & Svuth- 
western, $2,500; Central of Iowa, $4,200 ; Indianola & Winter- 
set branches of Chicago, Rock Island & Pacific, $2,500 ; Chari- 
ton branch, $2,500; Villisca, $2,500; Sioux City & Dakota, 
$2,500. 

Wilmington, Charlotte & Rutherford. 

The Wilmington (N. C.) Commercial says : 

**The bonded debt and accrued interest of the road up to 
and including thefirst day of the present term of the court was 
as follows : 

First series, bonds Nos. 1 to 1,500, $1,000 each, at 8 percent. 


BRROPORE.... §§— csccccccevcccs sescccevcccesonscces pak 4en 1,590,000 
Second series, Nos. 1 to 1,0U0, same amount and interest... 1,000,000 





Reson cs Ki etnatca oneadavaban anes cane. $2,500,000 
Inte est on first series from July 1, 1871, to January 27, 
1873, at 8 per cent........... cea eaaan anemone 








se Lo eee aaah 89,000 
Interest on second series from July 11, 1871, to January 27, 
Oc coc cans rcancbaesceabesaesetande a6secses 126,000 
Wotn) BAGONG. 6c ec cice neds cece Eide Reka: sentikeenewand $315.000 
a NG Gi onan sd: cih 00 cdo dincpcwte jasasceus $2 815,000 


* Added to this were prior liens, amounting in the aggregate 
to $35,840. 

‘*We have every assurance that the work of completing the 
road will now be pushed forward with the utmost possible dis- 

atch. The funds for this purpose are already provided, and 
by January 1, 1874, itis expected that the road will be com- 
pleted to Charlotte.” 


South Mountain & Boston. 

This company, recently chartered by the New Jersey Legisla- 
ture, proposes to build a railroad from the Delaware River near 
the Water Gap, northeast through Warren aud Sussex counties 
to the New York line. It is to bean extension of the South 
Mountain Railroad, which is now under construction from 
Harrisburg to Hamburg, Pa., and is to be extended trom Ham- 
burg to the Water Gap. At the New York line connection will be 
a with a road tv be built to some point on the Hudson 

iver. 


Old Colony. 


This company purposes to build a branch from West Barn- 
stable, Mass., on the Cape Cod Division, south through Mars- 
ton’s Mills to Centreville and thence easterly along the south 
shore of Cape Cod to Hyannis. The length of the proposed 
branch would be about 10 miles, and it would be chiefly vaiua- 
ble for summer travel, as it would make a large tract of land 
accessible and would doubtless build up some summer resorts. 
If the branch is built, the present line from Yarmouth to Hyan- 
nis would probably be used mainly for coal traffic, as most of 
the coal for the Cape Cod towns is landed at Hyannis. The 
company has asked the Legislature for authority to build the 
branch, and to increase its capital stock $200,000 for that pur- 
pose. 


Springfield, Athol & Northeastern. ° 

The directors bave voted to bond the extension from Barrett’s 
Station, in Palmer, Mass., to Springfield, and the real estate 
owned by the company in Springtieid, for $300,000. The bonds 
are to bear 7 per cent. interest and will be offered for sale at 90. 


Dayton & Louisville. 


A railroad is proposed to extend from Dayton, O., southwest 
through Winchester and Brookville to North Vernon, Ind., the 
junction of the Louisville Branch of the Ohio & Mississippi with 
the mainline. The length of the road would be about 95 miles. 
Steps have been taken to organize the company. 


Macon, Monticello & Atlanta, 

Messrs. Grant, Alexander & Co., have proposed to grade this 
road from Covington, Ga., on the Georgia Railroad, south to 
a junction with the Macon & Augusta, 12 miles from Macon, a 
distance of about 50 miles for $300,000, half in cash and half 
in stock. 

New Orleans, Little Rock & Shreveport. 

Surveys bave been made from Shreveport, La., northeast to 
Camden, Ark., about 85 miles, and it is said that the road be- 
tween those two points can be very cheaply constructed. The 
city of Shreveport and Bossier Parish, La., have been asked to 
ony the company by stock subscriptions and donations of 

and. 


Oairo & Fulton. 


The directors of the old Cairo & Fulton Railroad Company 
have presented a claim against the State of Missouri for 
$112,125. The old company having failed to pay the iuterest 
on the bonds issued to it by the State, the road was sold by 
the State under the contract made with the company. The 
total amount of these bonds was $650,000, and the interest up 
to the date of the sale by the State was $226,250, making a 
total of $876,250. The road was sold for $957,500, and it is 
claimed that the difference between this sum and the sum 
due the State belonged to the old company. This difference, 
$81,250, with interest from the date of the sale, October 1, 
1866, is the amount claimed, $112,125. This claim is now be- 
tore the Legislature. 

Mississquoi. 

This road extends from a junction with the Vermont & Can- 
ada road at St. Albans, Vt., northeast to Richford, 27} miles. 
lt is leased and worked by the managers of the Vermont Cen- 
tral for 60 per cent. of the gross receipts, the other 40 per cent. 
being applied to payment of interest on bonds, general indebt- 
edness, etc. The earnings of the road for the year ending De- 
cember 1, 1872, the first year during which the road was opei- 
ated, were $40,002.01, being at the rate of $1,455 per mile. The 
operating expenses were not reported. 

The road was constructed by George F. Harris & Co., under 
a contract to complete the road, except ballasting, and to build 
the necessary stations, engine-houses, water-tanks, etc., for 
$420,000 in first-mortgage bonds of the company and $224,000 in 
town bonds. Certain amounts were afterward withheld from 
the contractors on account of work not completed when the 
road was turned over to the company. The treasurer’s account 
of the cost of construction is given as follows : 

First-mortgage bonds. 
Town bonds ....... 







.» $500,000 09 


235 700 00 
Stock subscriptions 7,800 00 
Interest received 18,423 09 





taka ie ccd din achive ia tes sade icaacaeeal saaiuhis $761,923 09 
Paid contractors, mortgage bonds........... $422,722 65 
Paid contractors, town bonds........... .... 201,009 00 
is. Jenni nssbioow need betinen.a 75.991 63 
oe, a a 24,285 21 
MIEN 5a. vase cacaawsececdaeenrnces 928 40 
EE are:<:tececetebtteseascactexiivenns 17,770 00—$742,697 89 

Balance 


Kedihegessdeveesscboowe»” Seekesachoxesstexeues $19,225 20 
The mortgage bonds were sold at 774 and the town bonds at 
80 cents. ‘The actual cost of the road in cash, including pro 
ceeds of bonds realized by contractors and money expended by 
the company, is given at $583,360, or $21,231 per mile, this 
amount including road, buildings, fences and everything but 
equipment, 








THE SCRAP HEAP. 





Deep Snow. 


The Winona Republican of the 8th of March, says: 

‘**It is impossible to form an adequate idea of the snow drifts 
between St. Peter and New Ulm without being on the ground 
and beholding the snowy sight with one’s own 
eyes. The gentlemen wh) went out on the pay _ train, 
the other day, saw “Mike” Hanley’s army of 400 shovelers at 
work on Young’s Cut, where the snow was 25 to 30 feet deep, 
covering over the telegraph wire. The snow was shovelled 
from one terrace to another, until the menon the fourth tier 
heaved it outside the cut. When it is stated that this cut is 
1,200 feet long, the reader may faintly conceive of the nature 
of the obstacles that have beset railroads this winter. Mr, 
Hanley expected to get through to New Ulm in eight days at 
the rate his force was working. While the paymaster and his 
party were viewing the spectacle, the shovelers struck the 
stakes on the flat cars of a construction train that had been 
buried for several days out of sight in the drifts. These things, 
however, will soon be of the past. Snow fences, trees and the 
rapid settlement of the country will break the force of the 
wind, in time, aud prevent the snow from drifting.” 

Prize for Oar Coupling. 

At a recent general assembly of the various German railroad 
companies, it was resolved to offer two prizes of £450 and £150 
respectfully, for the invention of a new coupling for the car- 
— of railway trains which shall be automatic and dispense 
ye a the intervention of railway servants between the carriages. 
—Iron. 

The Loughridge Air Brake. 

The success of the Westinghouse brake has stimulated inven- 
tion and experiment in devising methods of applying com- 
pressed air in operating brakes. On the Baltimore & Ohio 
Railroad, Mr. Loughridge, who for many years has given his 
attention to the construction of continuous ‘rain brakes, has re- 
cently applied an atmospheric brake ot! his own design to several 
trains on that road. 

The air is compressed by a pump, which is worked by an ec- 
centric on the front driviug-ax'e. The diameter of the pump 
cylinder is 74 inches, with 6 inches stroke. The air is pumped 
into a reservoir under the tender. This reservoir has a capacity 
of about fifteen cubic feet. It is necessary torun about half a 
mile to produce a pressure of 80 or 90 pounds per square inch 
in the reservoir. When that pressure is reached, the pump is 
stopped, but is always started again after a stop is made. 

The air is applied to the brakes by small cylinders under each 
of the cars, which are connected to the air reservoir by half- 
inch pipes. ‘[hese are coupled together between the cars by 
flexible hose. 

A train with this brake has been in daily use for ten months 
between Baltimore and Winchester, Va., making with two en- 
gines 226 miles daily. The enginemen control the braking at 
all the stations, and onthe heavy Mount Airy grades. It is said 
that the brake has not failed during that time, and that it 
has worked satisfactorily to the locomvtive runners. 

It is claimed by the inventor that the plan is simple, cheap 
and certain in its action, that with it it 1s impossible to slide 
the wheels, and that no valves are used in the connecting pipes. 

He has been experimenting and constructing continuous 
train brakes for the past seventeen years, and has been en- 
gaged in perfecting his atmospheric brake for the last eighteen 
months. 

The fact, however, that it is necessary torun halfa mile be- 
fore full working pressure can be accumulated seems to be an 
objection to the plan, asit is frequently necessary to apply the 
brakes immediately after leaving ‘stations, especially where 
there is a descending grade at such places. 


Baltimore & Ohio Rolling Mill. 


This company is now erecting a bar mill at Cumberland, 
which, it is expected, will be completed in June. The building 
is 225 feet long and 100 feet wide. It is supported on iron col- 
umns roofed with slate, will have ten heating furnaces and 
three trains of rolls, one an eight-inch train, one twelve-inch 
and the other sixteen-inch, each of which works two furnaces, 
The other fuur furnaces are for working scrap into blooms 
under one of Bement’s 3,000-pound steam hammers. 


The Vacuum Car Brake. 


What is called Smith’s Vacuum Brake has recently been 
applied to a train on the-Connecticut River Railroad,and the New 
Haven Palladium says, that it worked very successfully, and 
that probably it will be applied to all the engines on the road. 
Scholarships of Railroad Employes. 

English papers notice thet Mr. Ramsbottom, C. E., the late 
Locomotive Superintendent of the London & Northwestern 
Railway, has presented £1,000 for the foundation of a scholare 
ship at Owen’s College, Manchester, which he proposes shall be 
held for two years by any youth under twenty-one years of age, 
who may be selected from the staff of the locomotive depart- 
ment proper, and who has been employed not less than twelve 
months at, or in connection with, the stations under his charge 


at the time of his retirement from the service of the London & 
Northwestern Railway. 


Broken Rails, 


It is stated that on the Cheshire Railroad, which is about 538 
miles long and mostly in New Hampsbire, 227 rails were broken 
during the month of February, every one of which was discov- 
ered by the section hands in time to prevent accident. 
Railroad Manufactures. 

The Portland Company, at Portland, Me., has turned out 42 
locomotives in the last four months. 

The New Haven Car Company, at New Haven, Conn., has 
just ee Pa 28 passenger coaches for the United States Roll- 
ing Stock Company. Four coaches have lately been shipped to 
the Atlantic, Mississippi & Ohio Company and six more are in 
the shop for the same company. 

The Quealy Iron & Car Works of Hannibal, Mo., are making 
arrangements to remove their shops to Parsons, Kan., on the 
line of the Missouri, Kansas & Texas road. 

The Wason Car Company at Springfield, Mass., is building 
55 freight cars for the New York, New Haven & Hartford road. 

The Missouri Car & Foundry Company, at St. Louis, manu- 
factured during 1872, 3,200 freight cars. The company now 
employs about 300 men and the capacitiy of the works is 12 box 
cars per day. ‘The company’s foundry 1s now turning out 125 
car wheels per day, besides the other castings used in the man- 
ufacture of cars. 

Tho Philadelphia & Reading Company’s rolling mill at Read 
ing, Pa., turned out its tirat steel rail last month. 

The McNairy & Claflen Manufacturing Company at Cleveland 
O., have built during the past year 150 box and oil cars for the 
New York Central, 600 box and 250 oil cars for the United States 
Rolling Stock Company, and 48 ore cars for the Hecla Mining 
Company. There are now in the shop 100 freight cars for the 
Cleveland & Pittsburgh road. In addition to this a large num- 
ber of street cars were built last year. 

In the bridge department of their works the company is now 
constructing the bridge for the Canada Southern road over De- 
troit River. This bridge, which is about 2,300 feet long, will 
have five fixed spans of Howe,truss and five of Post truss, and 
a draw span 342 feet long. 

A company by the name of the Petersburg Car Works Com- 
pany has been organized in Petersburg, Va., for the purpose of 
manufacturing railroad cars. The capital stock is $100,000, to 
be increased hereaiter to $500,000. 
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